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RAILROAD EDUCATIONAL BUREAU 


It seems to us that one thing the railroads need at 
this time as much as any other is an educational bureau, 
or an amplification or improvement of present methods 
of disseminating information to the public. Publica- 
tions concerned especially with transportation subjects 
cannot take up every rumor circulated by or through the 
daily press nor attempt to correct the wrong impressions 
of those who present such matters for public considera- 
tion. Even if they could and did, what they say is not 
read by the general public. They only reach those per- 
sons who already are supposed to have more or less cor- 
rect ideas. 

The railroads do put out considerable literature, 
more or less carefully compiled, but not, we think, so 
handled and distributed as to obtain the best effect. 
They do not treat intensively enough specific incidents. 
For instance, a man well known to the public and the 
press makes a speech in which he says things about 
transportation. What he says is printed and, of course, 
“swallowed” by that great part of the public that has 
little or no other information on the subject. 

As an illustration of what we mean, Andreas Burk- 
hardt, connected with the American Farm Bureau Fed- 
eration, made an address in Washington, D. C. 


, August 
ll, in which he said: 


Producers cannot ship because there are no cars in which 
to place their goods. The railroads say they cannot afford to 
buy new equipment. Between the two stand the consumer, un- 
able to procure bare necessities in a land of plenty. 

The-railroads are so impoverished by stock manipulations 
of the past chat they cannot get money to repair their road beds, 
purchase locpmotiv es, expand terminal facilities. It will be many 
Many year's fhefore they are on their feet. 


The carriers ought to have machinery through which 
they could have immediately replied to this incorrect 
and misleading statement so that what they said would 
have been printed in reply or would at least have served 
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to educate the recipients to the end that they would not 
comment favorably on what Mr. Burkhardt said. 

Recently there was held in Cincinnati a convention 
of the National Apple Growers’ Association at which 
the railroads were greatly criticised and the statement, 
among others, made that in a great many cases seventy 
per cent of the retail price of fruit was paid to the rail- 
roads. The newspapers “eat up” such statements as 
that and print them with prominent head lines. They 
are believed by a great majority of newspaper readers 
who have no means of knowing their falseness. The 
railroads should see to it that they at least have an op- 
portunity to get the facts. The way to accomplish this 
is to treat every case of this sort immediately and 
intensively. 

Perhaps the best illustration of what we mean is to 
be found in the Henry Ford purchase and operation of 
the D. T. and I. Railroad, which is being used, sometimes 
with malicious purpose and sometimes innocently, to 
implant in the public mind the impression that Ford is 
able to accomplish what experienced railroad men have 
failed to do. The railroads are, apparently, making little 
effective effort to counteract this impression, though it 
is most dangerous to their welfare. 


Perhaps nine-tenths of the public believe that freight 
rates generally are so high as to be responsible, in great 
measure, for the prevailing bad business 
Why? Because self-serving persons, 


conditions. 
demagogues in 
Congress, and ignorant, though well-meaning editors 
and others, have said so, and the railroads have not “put 
across” the facts in the proper places. The railroads, of 
course, are not the only ones who are concerned in hav- 
ing the facts generally known and understood, but they 
seem to be the ones who must carry the burden of edu- 
cation if it is to be undertaken. 


As an example of the misapprehension that exists 
among even metropolitan newspapers with respect to the 
significance of Henry Ford’s railroad activities, we quote 
the following from the Louisville Post: 


Every financial journal of New York and Chicago, and some 
of the daily papers as well, are busy these days explaining why 
Henry Ford is sure to make a sad failure of the attempt to 
operate the small railroad he recently acquired. 

Mr. Ford’s first act after getting this railroad was to reduce 
freight rates. The road was carrying little freight at the time, 
but the reduction in freight rates afforded exactlv the stimulus 
that was needed and the cars began to move. This is not dis- 
puted by Mr. Ford’s critics, but it is affirmed that he is not al- 
lowing enough for depreciation, etc., and his venture is sure to 
fail. 

But why not wait and see? Mr. Ford has made his mistakes, 
but few of them have been business mistakes. His anti-Jewish 
bias appeals to us not at all, and we condemn it—condemn it 
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GULF, MOBILE & NORTHERN 
RAILROAD 
AND CONNECTIONS 


Gulf, Mobile 
& Northern R. R. 


DAILY Thru Merchandise Package Cars from 
CHICAGO and ST. LOUIS, and WEEKLY Thru 
Refrigerator Package Cars from CHICAGO to 
UNION, MERIDIAN, LAUREL, MISS., and 
MOBILE, ALA., via 


I.C.R. R.—Jackson, Tenn.—G. M. & N.R.R. 


Daily Thru Package Cars 


ARRIVE LEAVE 
Chicago St. Louis 


10:00 p.m. 7:00 p.m. 
Union . . .| 11:36 a.m. 3rd day | 11:36 a.m. 2nd day 
Meridian . .| 3:05 p.m. 3rd day | 3:05 p.m. 2nd day 
Laurel . . .| 4:20 p.m. 3rd day | 4:20 p.m. 2nd day 
Mobile . . .| 4:10 a.m. 4th day | 4:10 a.m. 3rd day 
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Weekly Thru Refrigerator Package Cars 


Leave CHICAGO every Thursday night for LAUREL and 
MOBILE, and every Friday night for MERIDIAN, moving 
on same schedules as Daily Package Cars, and offering unex- 
celled service for the handling of Butter, Cheese. Eggs, Fresh 
Meats, and other perishables from North and West to desti- 
nation points named and to Mobile for Export. 


Route: “I.C.-G.M. & N. Package Cars” 
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San Diego & Arizona Railway 


THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 


This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest transcontinental line to any California port. GIVE IT A TRIAL. 
From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 
From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 
From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. 
From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


. For information as to rates, routes, service, etc., ask any railway agent, or address: 
PONTIUS, General Manager 


FB. DORSEY. Avistant Trafic Maneger = SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 
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severely and unreservedly. But this does not alter the fact that 
he has repeatedly proven himself a business genius of the high- 
est order. And it may be that he and he alone has guessed the 
key to the railroad lock, and that key may be fashioned by re- 
ducing freight rates, and thus attracting traffic. 


And as an example of the wrong ideas that prevail 
among and are being circulated by the newspapers of the 
smaller centers, we quote the following from the Durango 
(Colo.) Democrat: 7 


Why not let Henry Ford have the‘railroads? Recently he 
asked the Interstate Commerce Commisgsion’s consent to reduce 
freight rates 20 per cent. Chances, are he won’t get it. But 
what does all this mean to the general railroad ‘situation? Is 
Ford playing in any special luck? Why can’t the Ford system 
be duplicated? Does he have special advantages over other rail 
chiefs? Shippers generally are asking these questions. It would 
seem to be up to the other railroad chiefs to either imitate Ford 
or show him up. 


Are the railroads “showing up” Mr. Ford? We do 


not think they are—and it would be the easiest thing in 
the world to do. 


HENRY FORD, RAILROAD MAN 

As an example of educated ignorance, we commend 
an article in the New York Times of August 14 by H. E. 
Hoagland, Professor of Transportation, Ohio State Uni- 
versity. It is a glorification of Henry Ford for taking 
the broken-down D. T. and I. Railroad and making of it 
a live and doubtless profit-earning enterprise. How was 
this result accomplished? Professor Hoagland gives de- 
tails. One of them is that one of Mr. Ford’s first acts as 
president of the D. T. and I. was to dismiss all but one 
of the officials and higher employes of the old regime and 
turn over the operation of the road to men in the Ford 
Motor Company organization. The advantage here, the 
professor thinks, was that these men were better than 
railroad men because they had no long experience in 
routine railroad work to unlearn. And so on, ad infinitum 
and ad nauseam. 


One of the most interesting passages in the article 
is where the professor naively tells how Mr. Ford be- 
lieves that his road has not always received a fair pro- 
portion of revenue collected from interline freight, and 
so has proceeded to have percentage distribution of in- 
terline rates revised, that his road may receive a fair 
share of such receipts. Surely the professor is too inno- 
cent for this world. Not a word-as to how Mr. Ford, big 
shipper, uses his influence as a big shipper to compel the 
divisions he thinks are fair. 

The professor apparently has overlooked the fact 
that Henry Ford is not the only railroad man who has 
recently decided that his line was not getting big enough 
divisions from interline freight and set himself to the 
task of getting more. It seems to us that the New Eng- 
land lines did something of the sort, did they not? But 
they had not Mr. Ford’s club and so were not successful. 

In this omission is to be found the real explanation 
of Mr. Ford’s success as a railroad owner. As one who 
controls heavy tonnage, as we have explained before, he 
not only routes all his own freight over his own road but 
compels the routing of other freight over his road by 
connecting carriers as his price for giving them business 
after it leaves or before it gets to his road. It is a per- 
fectly legitimate procedure from_Mr. Ford’s point of view 
and a perfectly simple explanation of how his road is 
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able to make money. Anyone who does not see that Mr. 
Ford’s success as a railroad man is due to his influence 
as a shipper and not to innovations in railroad methods, 
is dull indeed. If Mr. Ford were not in the automobile 
manufacturing business in Detroit all the genius that 
even his most worshipful admirers attribute to him would 


not avail to pull his railroad out of the mire. 


It is somewhat understandable when the ordinary 
man with no special knowledge credits the story that 
Mr. Ford has revolutionized railroad methods and is so 
making money out of a railroad that spelled failure for 
experienced railroad men; but when a professor of trans- 
portation in a university “falls for’ the same tale and 
lends his name and reputation to spreading it, one may 
wonder, but he may not understand. 


That Mr. Ford is doing what he is doing would be 
of no importance and worthy of no comment but for the 
fact that it is being used to spread the idea that the rea- 
son the railroads are not making money is because they 
are managed by a set of incompetents and that if they 
were managed by a lot of Henry Fords there would be 
no trouble. That Henry Ford is making money out of 
the D. T. and I. has no more significance with relation 
to the railroad problem than has the fact that his peace 


ship didn’t get the men out of the trenches by a certain 
scheduled Christmas. 


In striking contrast with the article by Professor 
Hoagland is one on the: same subject by W. J. Cunning- 
ham, professor of transportation at Harvard University, 
in the Chicago Evening Post. Professor Cunningham 
takes precisely the correct view of Mr. Ford’s railroad 
activities and shows how it is possible for him, as a big 
shipper, to do some things with the D. T. and I. that no 
one but such a big shipper could do. How there could 
be such a radical difference between two such presumably 
brainy and unbiased men as to the fundamental facts with 


relation to this epee development, is difficult 
to see. m 


HENRY FORD NOT A WIZARD 


(By W. J. Cunningham, Professor of Transportation, Harvard Univer- 
sity, in the Chicago Evening Post.) 


The favorable reaction of the general public toward the re- 
ported achievements of Henry Ford in operating his 400-mile 
railroad—the Detroit, Toledo and Ironton—adds another element 
of discouragement to the already dark outlook of the railroad 
executive. The public appears to be willing to believe that Ford, 
with no previous knowledge of operation of railroads or the busi- 
ness of transportation, in applying the same principles that have 
worked so well in the Ford factories, is achieving success while 
other railroads are failures. 


Little more than a year ago the public was demanding the 
termination of government operation of railroads and insisting 
upon a quick return to private management. This insistence that 
control over operation should again be intrusted to the execu- 
tives who had been trained in railroad service indicated public 
confidence in their ability and integrity, and the enactment by 
congress of the transportation act, with its more liberal and 
helpful principles of regulation, was believed to mark a new 


era in the relations between the general public and railroad man- 
agement. 


But things have not run smoothly since the railroads were 
returned. Largely because of the general business depression 
railroad earnings and railroad service have suffered, and the 
attitude of the public is one of placing the entire responsibility 
upon railroad management. Explanations based upon elementary 
logic and simple arithmetic are unconvincing. The general be- 
lief appears to be that there is “something rotten somewhere,” 
and that the railroad managers have failed when they should 
have succeeded. Willing ears are lent to criticism of all kinds, 
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and the public confidence of a year ago has been displaced by 
an atmosphere of distrust. 

This distrust is seen in the ready acceptance of the stories 
of Ford miracles on a small, broken-down road, which until re- 
cently had seldom been heard of outside of three or four states. 
The public takes little interest in the statements of the respon- 
sible officers of important railroads, but it appears to be quite 
willing to believe the press reports which tell of the magical 
results achieved when the Detroit manufacturer waved his wand 
over his 400-mile “streak of rust.” Deficits have been turned into 
surpluses, rates have been cut, wages have been increased. 

Mr. Ford is said to have dismissed a large part of the rail- 
road trained officials and to have turned over the operation to 
manufacturing, engineering and merchandising experts who are 
successful mainly because they know little of orthodox railroad 
methods, and therefore “have nothing to unlearn.” Mr. Ford, 
then, is credited with “showing up” the railroad managers and 
of exposing their inefficiency. In some way not clearly explained 
he has pushed railroad labor leaders off the plank by paying 
the Ford factory wage scale, by scrapping the national agree- 
ments and by getting eight hours’ work for every eight hours’ 
pay. 

In whatever degree these things have been actually ac- 
complished, they are noteworthy; and to Mr. Ford and his lieu- 
tenants should go the credit for that part of the achievements 
which are the result of a superior quality of management. Mr. 
Ford has made a wonderful record in his own field and undoubt- 
edly can bring to railroad operation ideas which will increase 
efficiency. The achievements on the D., T. & I., however, are 
attributable mainly to influences wholly apart from the efficiency 
of management. The tendency of the writers of the press arti- 
cles, who in the main are not qualified to pass judgment upon 
or to interpret results of railroad administration, is to credit 
everything to the genius of Ford and to make no allowance for 
the natural operation of economic laws under changed condi- 
tions. They have been more anxious to get good stories than 
to weigh the facts or to go behind the returns. 


As a matter of fact the explanation of the extraordinary 
change on the D., T. & I. is extremely simple; so simple that 
its telling spoils the story. Before Mr. Ford bought the rail- 
road it could not pay its charges because it could not get traffic. 
The traffic went to roads which were more advantageously situ- 
ated and had better service. With the change in ownership 
came the immense traffic of the Ford company, millions of tons 
per year. 

This increase in business on the D., T. & I. changed the situ- 
ation almost overnight. The spectacular increases in earnings, 
both in gross and in net, are not the result of Mr. Ford’s ability 
as a railroad traffic manager, but because Mr. Ford, as a shipper, 
has diverted all of the raw materials and finished products to 
and from his factories over the D., T. & I., and in addition to 
that he is securing for that road a large part of the unrouted 
traffic consigned to other than the Ford company. He is able to 
do that by making traffic agreements with other roads that will 
bind them, in return for the favor of receiving Ford’s business 
from the D., T. & I., to hand to the D., T. & I. all of the unrouted 
freight in the opposite direction. 


This wonderful increase in earnings, therefore, is not the 
result of making two blades of grass grow where one grew be- 
fore. It is merely a shifting of tonnage to the D., T. & I. from 
other roads. These roads, already struggling under the handi- 
cap of reduced business because of the general depression, are 
that much further embarrassed. This point should be noted by 
those who acclaim Mr. Ford as the Moses to lead the railroads 
out of the wilderness. His magic would disappear if his opera- 
tions were extended. If, as has been seriously suggested, the 
railroads should again be commandeered by the government and 
turned over to Mr. Ford as director general of railroads, the 
tonnage to and from his plants now bolstering up the showing 
of one small road could not be used to serve similar purposes 
elsewhere. The gain on the D., T. & I. would be offset by the 
oe ae by the roads from which the shipments had been 
diverted. 

It is necessary in this article to comment upon the effect of 
increased traffic on net earnings. This subject has already been 
treated in detail in these columns. Attention is called, however, 
to the fact that the D., T. & I. had been a road with unusually 
light traffic and the facilities, although below those of competi- 
tors, were adequate to take care of many additional trains. The 
new traffic which the Ford factories have thrown to it at the 
expense of other roads can easily be handled with no increase 
in overhead and with but relatively small increase in operating 
expenses. Less than one-half of expenses are increased. 

Consequently, with such substantial increases in gross reve- 
nue the operating ratio is lowered and net income is earned in- 
stead of deficits. There is no magic about it. It is merely the 
working of the economic law of increasing returns. Any one of 
the many roads which are now only a few jumps ahead of the 
sheriff could pack up all of their financial troubles if presented 
with such a gift in increased tonnage. 

Only those who have little conception of the effect of whole- 
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sale diversions of traffic will be misled by the press reports of 
Ford legerdemain in railroading. The majority of newspaper 
readers, however, are not informed in such matters. There igs 
danger that the rejuvenation of the D., T. & I. may be regarded 
as merely the shadow of the personality of an industrial leader, 
and that similar leaderships on all railroads would solve the 
whole railroad problem. No such delusion, however, is held by 
organized shippers. 

Industrial traffic managers, always on the alert for argu- 
ments which will support their efforts for lower rates, are not 
using Mr. Ford’s achievements as a text. Their position is clearly 
stated in an editorial in the Aug. 6 issue of the Traffic World, 
their most influential publication. After reciting the facts al- 
ready dealt with in this article, the editor closes with these 
words: “All there is to Henry Ford’s railroad success is that 
as a shipper in the railroad business he is able to control his 
own and other traffic to such an extent that his line profits 
at the expense of other lines.” 

It is curious that so little thought is given to this phase of 
the subject. When is Ford a manufacturer and when is he the 
chief executive of a public service corporation? Why is it that 
the public apparently approves of Mr. Ford’s control of a rail- 
road when they would strongly object to similar domination of 
public service by the steel corporation, the oil companies, the 
packers, or the coal mining companies? Essentially, Mr. Ford 
is operating the D., T. & I. primarily as an adjunct to his fac- 
tories and secondarily as a common carrier. In technical terms 
he has transformed the D., T. & I. from a railroad into a plant 
facility. His railroad venture is a side issue in which the inter- 
ests of the factories rather than those of public service are domi- 
nant. 


D. T. & I. COAL TARIFF 
The Trafic World Washington Bureas 


Attorney E. E. Corn, of the Ohio Public Utilities Commis- 
sion, has asked the Commission for an interpretation of its 
order in L. and S. No. 1381, in which the Commission suspended 
the Detroit, Toledo & Ironton tariff reducing mileage rates on 
coal, applicable between stations on that road from and to 
which specific rates are not published. Mr. Corn proceeded on 
the assumption that the Commission might be trying to sus- 
pend the tariff in so far as it applied on intrastate traffic. The 
order, however, specifically limits the suspension in so far as 
the rates named in the tariff might be used as bases for mak- 
ing interstate rates. The tariff is applicable on both interstate 
and intrastate traffic. After quoting the order, Mr. Corn said: 


We therefore request an interpretation of your order, and desire 
to note specifically whether it is your intention to suspend the pro- 
posed tariff as applied to such intrastate traffic. If such is your 
intention, the Public Utilities Commission of Ohio respectfully but 
vigorously protest against what we consider an usurpation of power 
which does not belong to you, and which, if persisted in, will deprive 
the people of Ohio of a right vouchsafed to them by the Constitution 
of the United States and will require them to pay higher rates than 
are just. and reasonable and which a common carrier engaged in 
intrastate business has voluntarily offered to put into operation in 
this state. 


TRAINLOAD OF LUMBER SHIPPED — 


(From the Montgomery (Ala.) Advertiser, Aug, 28) 


A solid trainload of lumber, consisting of thirty cars, pulled 
out of Montgomery last night for the eastern market. The cars 
were assembled in Montgomery * * * and the lumber is be 
ing shipped by the W. L. Sheppard Lumber Company to their 
New York representatives, who will distribute it in New York 
and New Jersey. 

This is declared * * * to be the first time that a train- 
load of lumber ever went out of Montgomery and probably out 
of the South, under the direction of one company. 

As agreeable as the news of improved business conditions 
will be, Walter Sheppard stated that it merely marks the inau- 
guration by his company of a regular schedule. From now 02, 
he says, they will run a trainload a week. This train will carry 
approximately 750,000 feet of Alabama pine to the eastern 
market. , 

The Sheppard company. has already shipped 173 cars ol 
lumber this week, but not in trainload lots. Mr. Sheppard says 
the demand for lumber is strengthening steadily, as shown by 
the large demands upon his resources. He bought the lumber 
at various points in Alabama and has had it assembled 12 
Montgomery. 

This information is regarded locally as a heartening sign of 
improved business conditions. It accompanies the information 
that yesterday cotton sold for 14 cents a pound in Montgomery, 
another hopeful sign of better times. 





PETITION FOR MODIFICATION 
The Seaboard Air Line, Atlantic Coast Line and Southern 
Railway, defendants in No. 11414, Southern Veneer Association 
et al. vs. A. C. L., Director-General, et al., have asked the Cont 
mission for certain modifications of its order in that case. 
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Current Topics 
in Washington 





The Cabinet Tries to Reduce Rates.—Railroad traffic men 
attending the grain hearing in Washington these last three 
weeks were inclined to be pessimistic when the hearing seemed 
to be drawing near an end. They were low in spirit because 
they knew of no way to cut expenses and because they believed 
that the Commission would order a reduction in rates on grain, 
grain products, and hay. Had they been political correspond- 
ents attending a convention they would have forecast the Com- 
mission going for Harding, Hoover, and Wallace. The Presi- 
dent and his two cabinet o cers mentioned have been backing 
rate reduction talk. There is no doubt about that. Hoover, in 
more than one talk, has expressed the belief that there has 
been no reduction in railroad rates to correspond with reduc- 
tion in commodity prices paid to farmers and manufacturers. 
President Harding has also expressed the opinion that condi- 
tions semed to call for reductions in the rates on heavy-loading 
commodities. He has never used the expression heavy-loading 
commodities but that is what his words meant because the 
expression “heavy commodities” means nothing to a rate man. 
Lead is a heavy commodity. It loads heavily but the tonnage 
is not great ‘and a reduction in rates on it would not mean 
much to the country at large. The bulletin of the confidential 
news bureau in Washington quoted in the Traffic World edi- 
torial of August 27, attracted the attention of the traffic men 
to some extent because it fitted in, in a measure, with what they 
had themselves heard as to the attitude of some of the officials 
of the new administration. They laughed, of course, at the 
suggestion of an “ex parte order” reducing rates because last 
summer the Commission authorized the carriers on a so-called 
ex parte proceeding to make increases in rates. While that 
case was called Ex Parte No. 74, it was not an ex parte pro- 
ceeding at all. It was initiated by the railroads, and, until the 
shippers were called in, it was an ex parte proceeding. No 
order was issued in it. The Commission merely expressed the 
opinion that the carriers had justified their proposals. Instead 
of requiring the carriers to file their schedules, suspending and 
then investigating them, the Commission took a short cut by 
holding the informal hearings and then announcing that’ the 
railroads had sustained the burden of proof required of them 
by the law of 1910, to show that the proposed rates would not be 
unreasonable. No order reducing rates could be made in an 
ex parte proceeding. An order not based on hearings and a 
definite finding of unreasonableness or some other violation of 
law would be a waste of effort on the part of the Commission. 
It must give the railroads a hearing. Every court in the land 
would have to issue an injunction against an order reducing 
rates on an exparte proceeding, because an order of that kind 
would be a taking of property without due process of law. 
Suggestions supposed to come from Hoover and Wallace of 
such hair-trigger action by the Commission, any law clerk in 
their departments probably could tell them, would hardly get 
past even a court that approved some of the rent laws enacted 
in New York and by Congress, utterly destroying the validity 
of contracts by parties engaged in a business that no court in 
any part Anglo-Saxondom ever has said was impressed with 
a public interest. But the foolishness attributed to cabinet offi- 
cers gave no comfort to the down-hearted traffic men. 





Packing Trusts, Here and in England.—Apparently there is 
need of a League of Nations or other kind of machinery that 
will keep peace between the Federal Trade Commission, and 
American institution, and a sub-committee of the Committee on 
Trusts of the British parliament. The former asserts there is 
a combination between the “big five” on the meat packing in- 
dustry. The British organization, in a final report of its in- 
vestigation of the British Food Ministry and the food trades 
under the profiteering acts of 1919-1920, said its witnesses has 
assured it that they never perceived anything but keen compe- 
tition between the large packers; and the representatives of the 
independent packers told the Britons that they had never met 
any unfair competition on the part of the big five. The wit- 
nesses told the British committee that the independent packers 
were prepared to face, with equanimity, any competition on the 
part of the-big five short of a deliberate attempt to put them 
out of business. The big packers are circulating the final 
report of the sub-committee. That body, as if to rub salt into 
the wounds of the Trade Commission, is calling attention to 
the fact that, under the Webb law, the big five could have com- 
bined for export business but that, so far as their dealings in 
England had come into scrutiny by the sub-committee, they did 
_ even do what the laws of their own country said they might 

0. 





The New Car Service Division Head.—The man who makes 
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two blades of grass grow where only one had grown before is 
counted one of the world’s greatest benefactors. Perhaps no 
railroad man has a right to expect favorable mention in so 
august a publication as a “revised” version of the Bible, and 
therefore it may be counted unkind to mention Michael J. 
Gormley, the new head of the car service division, in connec- 
tion with the man who makes two blades of grass grow where 
only one had grown before. But in “war days,” following the 
signing of the armistice, he made tank cars toddle along more 
than twice as fast as they had ever gone before, and then some. 
He was ‘the chief of the transportation division of the American 
Petroleum Institute, the members of which were in dispair in 
the spring of 1920 because the demand for oil was great, the 
switchmen were striking, and tank cars seemed too few by 
far. They were averaging about 25 or 26 miles a day when 
Gormley, who had been Aishton’s right hand man in the north- 
western region in Railroad Administration days, took charge 
for the Petroleum Institute. Before long Gormley had them 
rolling at more than 50 miles a day, not on special fast train 
schedules, but on schedules so arranged that shipments from 
a given city on a given day went over one railroad and via rails 
that went around, if possible, instead of through congested 
terminals. There was nothing miraculous in the methods used, 
only much common sense, chief of which was that it was idle to 
shoot out tank cars, as the poet talked about shooting an arrow 
into the air, and expect them to get some place, if no arrange- 
ment had been made to have all the cars go in one train when- 
ever that was possible. 

Now Gormley has been set at the head of the organization 
of the railroads to see that the railroad-owned equipment is 
distributed and used so as to cut out the appalling waste 
caused too often, it. is believed, by the lack of attention to 
actual operating conditions by the traffic men of railroads 
and of shippers. Just at present there is not much of a 
problem in car distribution, but that condition will not always 
obtain. Gormley, while transportation man for the oil insti- 
tute, came into contact with the presidents of railroads so they 
know that he knows what should be done, Therefore, when, 
as head of the car service division, he feels it necessary to 
deal with the head of a system neither he personally nor his 
work will need introduction to any of them. And that, it is 
believed, will help a whole lot when car congestion comes 
again. 





Bothering with Trifles—A man with pigs in leading strings 
to take them to market, it is believed, has no more trouble with 
them than the Commission has with its terminology and the 
proper classification of offenses against the law it is admin- 
istering. When a carrier hereafter misroutes a shipment, the 
resulting offense will be the imposition of an overcharge. That 
is the main point, it seems, in its decision in No. 11913, Geo. C. 
Holbebal vs. B. & O., 63 I. C. C., 213. Heretofore a misrouting 
resulted in the collection of an unreasonable rate, cured by the 
issuance of a reparation order. In the matter of overcharges 
the Commission has been of two minds concurrently. Some- 
times when it finds an overcharge it directs the return of the 
money. At other times it advises that the overcharge should 
be returned promptly. So far as the shipper is concerned, an 
order of reparation, apparently, would be better because an 
order of that kind would be prima facie evidence in a court 
that the money was due the man forced to sue for what was 
due him. In a case in which the Commission held it to be an 
overcharge, the court is not obliged to receive the finding of 
the Commission as prima facie creating a presumption that 
could be overturned. A finding that a rate is unreasonable is 
based on a comparison of rates. A finding that something col- 
lected constitutes an overcharge is a result of the comparison 
of tariffs and a conclusion that such and such a one should 
have been used. It seems a small thing and probably for that 
reason a thought that the Commissioners are bothering their 
heads about some very trifling things will be strengthened. The 
law placing all issues of securities and the construction or aban- 
donment of parts of railroads requires it to deal with incon- 
sequential things. Why it should go out of its way to change 
its practice as to misrouting decisions, therefore, seems to those 
who are friendly toward it, to pass all understanding. 





Periodical Business Depressions.—President Harding’s call 
of a national conference on unemployment has served to direct 
the attention of some of the folks in Washington to the fact 
that no president seems able to go through a four year term 
without having industrial or financial trouble, or both. Roose- 
velt had it near the end of his first term and again near the 
end of his second term, when the country had one of those 
financial spasms that paralyzed industry to such an extent that 
absolutely solvent companies had to go into the market to buy 
currency with which to meet their pay rolls. Before Taft went 
out of office the country had bogged down again; and by the 
time the Wilson administration got well settled in its chairs, 
the country was barely getting along. Its condition became 
worse and when the war broke out in Europe business was flat. 
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Before Wilson went out of office the country was again in a 
depression which continues to perplex President Harding. In 
1908, legislation was enacted that has made a bank panic im- 
possible so long as one-fourth of the country is doing business. 
That legislation was improved in 1913 and saved the country 
from a bank panic in 1914, and has kept the country on its feet 
during the present depression. The fact that it seems impos- 
sible to arrange things so as to prevent the recurrence of 
quadrennial depressions is one of the things that has caused 


real thinkers to lose more hair than any other solitary fact:— 
A. E. H. 


TO INTERVENE IN RAIL DISPUTE 


The National Industrial Association, which claims to repre- 
sent 6,000 industries in the United States, has petitioned the 
Labor Board to allow it to intervene in the dispute now before 
the board, between the Pennsylvania System and its employes. 
The petition alleges that the recent decision of the board in 
that case, which the road has since requested the board to re- 
verse, affects the public generally, and the relations between 
the 6,000 industries represented and their 3,000,000 employes par- 
ticularly, by creating a “closed shop” on the transportation sys- 
tems of the country. 

Aside from any particular considerations, however, the pe- 
tition possesses additional interest in that it asks the board to 
rule permanently on the right of the public to intervene in pro- 
ceedings before it. It asks “whether or not the Labor Board, 
under tile III of the transportation act, recognizes the right of 
public intervention in any case pending before the board, or 
whether, recogniizng the existence of such right, it declines to 
permit it to be exercised in the pending case.” 

It will be remembered that when the National Industrial 
Traffic League endeavored to intervene in the dispute regarding 
the national agreements, last March, the board ruled that it 
could not allow the intervention because the proceedings had 
already required too much time. It was the intention of the 
League at that time to pursue the question, but the unexpected 
decision of the board, which at that time seemed favorable to 
the public, probably caused the matter to be dropped. 


UNIONS DISLIKE OVERTIME RULES 


Objection to the modification of overtime rules, as contained 
in decision No. 222, of the Labor Board, issued August 19, is 
voiced in an open letter, addressed to the members of the raii- 
way employes’ section of the American Federation of Labor, by 
B. M. Jewell, president, and the chief executives of the six shop 
crafts which are affiliated with that organization. 

The letter takes the board to task, first, for excluding em- 
ployes “who are regularly assigned by bulletin to work on Sun- 
days and holidays” from the benefits of time and one-half pay- 
ment for such work, and, second, for “issuing a decision which 
does not deal with and dispose of at least all rules which are 
general in their application.” 

The letter does not indicate that the laboor leaders have 
taken any final action, it being stated that a further conference 
would be held, “for the purpose of securing the position of the 
railroad management on each of the rules decided by the board 
that are not acceptable, and the placing of the facts before the 
membership for final vote and action.” 

Until such action is taken, the workers are warned not to 
“become involved in an unauthorized stoppage of work, as that 
will be the one act which will defeat the federated shop crafts.” 

“But,” the letter continues, “with these conclusions firmly 
in mind, we hold it the duty of each individual member to ‘in 
time of peace prepare for war,’ and each of you are therefore 
requested to carefully conserve your personal finances, secure 
supplies of food and clothing, fuel and other household necessi- 
ties.” Locals are also urged to conserve finances and to add to 
their funds by “a method most acceptable to their membership.” 

The action taken by the union leaders, it is believed, was 
encouraged by, if it was not actually the outcome of, the dis- 
senting opinion of A. O. Wharton to decision No. 222. Mr. Whar- 
ton is ex-president of the railway employes’ department of the 
A. F. of L. and the representative of that organization on the 
Labor Board. In his dissent he charged that the overtime rules 
prescribed by the board were not as liberal to the workers as 
those in effect on many roads before the national agreements 
were promulgated. 


RAILWAY OPERATING INCOME 


The Trafic World Washington Bureau 


In the ten months from September 1, 1920, to June 30, 1921, 
the Class 1 roads and large switching and terminal companies 
had a net railway operating income of $368,093,480, or $516,- 
977,520 short of what they should have had to make a net return 
of 6 per cent on the valuation fixed by the Commission, accord- 
ing to the Bureau of Railway Economics.. The net earned rep- 
resented a return of 2.5 per cent on an annual basis. In the 
Eastern district the carriers had a net for the ten months of 
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$163,087,840, or $242,809,160 short of a return of 6 per cent. 
In the Southern district the roads had a net of $24,815,823 or 
$73,850,177 short of a return of 6 per cent; and in the Western 
district the roads had a net of $180,189,817 or $200,318,183 short 
of a return of 6 per cent. 

One hundred and seventy-two class I roads, representing an 
average mileage of 194,789.16 miles, had a net railway operating 
income of $57,254,000 in July, according to compilations made 
from carriers’ reports to the Commission. When the reports 
from all class I carriers are in, it is expected the total net will 
be from $60,000,000 to $70,000,000. To earn a net of 6 per cent on 
the valuation of $18,900,000,000, adjusted for class I roads, the 
carriers should have hada return of $90,585,000 in July. The 
net in June for all class I roads was $51,641,014, so that the show- 
ing in July will be considerably better. 

A summary prepared by the Bureau of Railway Economics 
showing operating revenues, expenses and net income for July 
for the 172 roads follows: 


Per cent 
of increase 
District 1921 1920 1921 over 1920 
Total operating revenues: 
Eastern District ....... $180,848,000 $210,093,000 d 13.9 
Southern District ...... 68,028,000 75,490,000 d 9.9 
Western District ....... 136,937,000 158,557,000 d 13.6 
United, Stated: ..cccececie 385,813,000 444,140,000 d 13.1 
Total operating expenses: 
Eastern District ....... 143,833,000 208,824,000 d 31.1 
Southern District ...... 56,070,000 75,134,000 d 25.4 
Western District ...... 102,729,000 143,997,000 d 28.7 
United Stated .... cesses 302,632,000 427,955,000 d 29.3 


Net railway operating income: 


Eastern District ....... 24,523,000 d 9,698,000 ..... 
Southern District ....... 8,363,000 d 1,905,000 j= = ..ee- 
Western District ....... 24,368,000 4,730,000 415.2 
United Btates ....ccccsss 57,254,000 d Eetaeee 8 8=—«._—s ws ewise 

Number Average 

of roads mileage 

represented represented 

I TEI i i019 .de: des cieteeeascvneoeues 75 51,408.56 
ee rr rrr 34 40,227.74 
IN CONN 66-a.«:4- cin oneo.weiy aible etauere aces 63 103,152.86 
pe rrr re err 172 194,789.16 


In the six months ended with June, 1921, the class I rail- 
roads in the United States, including 203 steam roads and 16 
switching and terminal companies, had a net railway operating 
income of $141,758,307, as compared with $8,088,970 in the cor- 
responding period of 1920, according to the official figures of 
the Commission. 

Railway operating revenues for the six months amounted to 
$2,676,497,252, as compared with $2,741,587,192 in the same period 
of 1920. Operating expenses for the period amounted to $2,365, 
747,874, as compared with $2,575,186,302 in the 1920 period. 

The ratio of expenses to revenues was 88.39 per cent in the 
first six months of 1921, as compared with 93.93 in the first six 
months of last year. 

In the eastern district the carriers had a net railway income 
of $50,603,837 in the first six months of this year, as compared 
with a deficit of $86,904,173 in the same period of last year. In 
the Pocahontas region the net railway operating income was 
$12,810,315, as compared with $8,721,908 for the period last year. 

In the southern district, exclusive of the Pocahontas region, 
the carriers had a net income of $13,250,696, as compared with 
$19,863,556 in the same period last year. In the western dis- 
trict, the roads had a net income of $65,093,459, as compared 
with $66,407,679 for the same period last year. 

The operating ratio in the eastern district was 89.84 per 
cent, against 101.85 per cent for the period last year; in the 
Pocahontas region, 82.23 per cent, against 89.71 per cent last 
year; in the southern district, 90.50 per cent, against 89.93 per 
cent last year, and in the western district, 86.54 per cent, against 
87.12 per cent last year. ““ 

In June alone, the net railway operating income for the 
country as a whole was $51,641,014, as compared with a deficit 
of $15,240,366 in June, 1920. The operating ratio was 82.53 
per cent, as against 97.13 per cent in June of last year. 

Revenues amounted to $461,562,317 in June, as against $494, 
713,929 in June of last year. Operating expenses amounted to 
$380,927,429, as against $480,500,292.in June, 1920. In the east- 
ern district the net operating income was $22,580,766, against 
a deficit of $20,623,601 in June last year; in the Pocahontas dis- 
trict the net income was $4,024,790, against a deficit of $1,296,439 
for the month last year; in the southern district the income 
was $1,880,105, against a deficit of $5,983,476 last year, and in 
the western district, the net income was $23,155,353, as against 
a net income of $12,663,150 last year. 


TOLEDO & CINCINNATI NOTES AND BONDS 


The Toledo & Cincinnati Railroad Co., subsidiary of the 
Baltimore & Ohio, has been authorized by the Commission to 
issue $2,447,000 of its first and refunding mortgage 6 per cent 
bonds, series C, and to deliver the bonds to the B. & O., which 
will pledge them under its Toledo-Cincinnati division first lien 
and refunding mortgage. The B. & O. also was authorized to 
issue $2,447,000 of its Toledo-Cincinnati Division first lien and 
refunding mortgage 6 per cent bonds, said bonds to be pledged 
from time to time as collateral security for short-term notes. 





= TE et ot 


oF Mm 


~« nn 1k cee ke ee ee eee ae ee 2 eee ae -_ #& rT TT we ee 


0. 10 


cent, 
23 or 
stern 
short 


ng an 
rating 
made 
sports 
t will 
nt on 
s, the 

The 
show- 


omics 
r July 


ent 
rease 
er 1920 


cOCOCtTRt eH CN SOO 
oa. Rowo 


ires of 


ated to 

period 
$2,365, 
d 


in the 
irst six 


income 
mpared 
ar. In 
ne was 
st year. 
region, 
2d with 
m dis- 
mpared 


.84 per 
in the 
ant last 
9.93 per 
against 


for the 
. deficit 
is 82.53 


st $494,- 
inted to 
he east- 
against 
itas dis- 
| 296,439 
income 
and in 
against 


Ss 

- of the 
ssion to 
per cent 
., which 
irst lien 
rized to 
lien and 
pledged 
notes. 





September 3, 1921 THE TRAFFIC WORLD 451 
Decisions of Interstate Commerce Commission 
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CHARGES ON SILICA SAND 


The Commission has dismissed No. 11753, Silica Sand Pro- 
ducers’ Traffic Association of Illinois vs. C. B. & Q. et al., opin- 
ion No. 7091, 63 I. C. C. 217-9, holding that the applicable charges 
on a carload of silica sand from Oren Ill., to Healy, lll., recon- 
signed to Gas City, Ind., in January, 19 Y, were not unreasonable 
or unduly prejudicial. pated Bes 

The case involved the rule that whén a ¢ar is set for unload- 
ing at the original billed destination and is then reconsigned 
the full in and out rates plus a reconsignment charge shall be 
applied; and the question whether the combination from the 
point of origin to Healy, Ill., should be made by using the Chicago 
switching rate from Galewood to Healy, or the local distance 
rate of the Milwaukee. The carriers used the local distance rate 
of 3 cents. The complainant contended for the use of a switching 
rate of $5. 

Both contentions with regard to the movement between Gale- 
wood and Healy, the Commission said, were wrong. It said the 
combination to have applied was 90 cents from Oregon to Healy, 
and 50 cents beyond, modified by the rule for constructing com- 
binations, the result being a combination of $1.20 per ton. The 
three cents per 100 local distance rate, the Commission said, was 
not the proper factor to use. From Healy to Gas City it said 
the proper rate was a combination of $1.80. That combination 
was obtained by using a rate of 50 cents from Healy to Gale- 
wood and $1.50 beyond, modified by using the rule for construct- 
ing the combination, the result being $1.80 instead of $2. The 
result of the Commission’s figuring was a conclusion that the 
shipment had been undercharged $5. 

In passing the Commission said that the rule imposing the 
full locals to and from the reconsignment point, plus a recon- 
signment charge, was upheld by it in a number of cases, particu- 
larly iu 59 I. C. C. 73, and that the record in this case did not 
warrant any other conclusion. 

Complainant, according to the report, attacked the applica- 
tion of anything other than a switching charge from Galewood to 
Healy as unreasonable. It introduced an analysis of Chicago 
switching rates, and, according to the report, attacked the rates 
in the Chicago switching district and contended that the charges 
for team track delivery were unduly prejudicial against shippers 
taking team track delivery. 

The connection between rates for team track delivery and 
industrial sidetrack delivery and the rates to and from Healy 
in this case is not made apparent by the report. The Commis- 
sion said, however, that the adjustment of rates in the Chicago 
switching district was too complex to be dealt with on the rec- 
ord in this case because the evidence of unreasonableness and 
undue prejudice was exceedingly meager. 


RATE ON PINE LOGS IN TEXAS 


The Commission has dismissed No. 11574, Beaumont Cham- 
ber of Commerce vs. Gulf, Colorado & Santa Fe and Director- 
General, opinion No. 7098, 63 I. C. C. 253-4, holding that the rate 
on pine logs from Walden, Tex., to Beaumont, Tex., during fed- 
eral control were not unreasonable, unjustly discriminatory nor 
unduly prejudicial. The rate attacked was 2.5 cents per 100 
pounds, and the charges amounted to an average of $8.77 per 
car for a six-mile haul through Beaumont yards and beyond. 
On March 7, 1919, a rate of $5 per car was established and 
to that basis reparation was sought. The general freight agent 
of the Santa Fe, according to the report, said the low rate of 
$5 per car was established in accordance with the policy of the 
company to promote development along its lines and because 
an officer of the complainant, also a director of the Santa Fe, 
“said he had to have it.’ The witness said the low rates were 
not expected and did not yield a direct profit to the company. 
He contrasted the $5 per car rate on logs with a rate of $6.50 
for local switching in Beaumont to show that it was abnormally 
low. The Commission said that the service on logs from Walden 
to Beaumont involved not only a switching movement but a 
line haul of two miles. 


SWITCHING AT MOBILE 


The Commission, in a report on I. and S. No. 1328, “Can- 
cellation of Switching Arrangements at Mobile,” opinion No. 
7104, 63 I. C. C. 279-81, has forbidden the Mobile & Ohio to cancel 
the switching arrangements between itself and the Gulf, Mobile 
& Northern at Tacon and Mobile, Ala., as proposed by that car- 
rier in tariffs which were to have become operative May 2, but 
which were suspended until September 29. It is, however, only 
a technical denial. It was conditioned so that the Mobile & Ohio 
May file tariffs under which it will switch for the Gulf, Mobile 
& Northern from the interchange tracks at Tacon to industries, 


Y 


warehouses and wharves served by it in Mobile for $6.50 per car, 
and between Tacon interchange and connections of the Mobile 
& Ohio at Mobile for $4 per car. 

The case arose from the inability of the carriers to agree 
on the amount to be charged for switching to wharves in Mo- 
bile. The Gulf, Mobile & Northern desired to continue a rate 
of $4 per car. It was willing to pay $6.50 per car for the other 
kind of switching. The present rate is $2.50, which is the rate 
of $2 per car established in 1905 and increased to $2.50 under 
Ex Parte No. 74. The Commission said that no one contended 
that such a rate was compensatory. It also added that no one 
had explained why such a low rate was established. On some 
kinds of lumber the rate has been $6.50 for some time. The Com- 
mission also said no one had explained why an even lower charge 
is maintained at New Orleans. 

Protestants other than the Gulf Mobile & Northern objected 
to the proposed increase in the interest of keeping port charges at 
the minimum, the Commission said. 

The decision is without prejudice to any other conclusion the 
Commission may reach in No. 12681, in which charges for wharf- 
age, handling, storage and other charges at south Atlantic and 
gulf ports are under inquiry. 


RATES ON STEEL RAILS 


A finding of unreasonableness, an award of reparation, and 
an order to establish reasonable rates by December 15 have 
been made in No. 11993, Birmingham Rail & Locomotive Co. 
vs. Atlantic Coast Line, Director-General, et al., opinion No. 
7097, 63 I. C. C. 249-52, as to rates 6n steel rails from Cannons 
and Coosawhatchie, S. C., to North Birmingham, Ala. The ship- 
ments in question moved during August, 1919, and June and 
July, 1920. A combination of class and commodity rates, total- 
ing $9.02, was imposed. Contemporaneously a commodity rate 
of $5.60 was in effect from Savannah and $5.10 from Charleston, 
S. C. Like rates were in: effect from South Carolina stations, 
other than Cannons and Coosawhatchie. The Commission held 
that $6.50 would have been reasonable at the time the shipments 
were made and that $7 will be reasonable for the future. 

In fourth section order No. 8059, the Atlantic Coast Line 
was denied relief on rails and track materials from Charleston 
to North Birmingham over the route used by the carriers in 
moving the shipments on which they are to make reparation 
to the basis of the $6.50 rate. 


IRON AND STEEL ARTICLES 


The relationship of in and out rates on iron and steel ar- 
ticles as between Springfield, Mo., on the one hand and Rogers, 
Ark., on the other, to points in northwestern Arkansas on the 
main and branch lines of the St. Louis-San Francisco, has been 
condemned as unduly préjudicial against Springfield, in a report 
on No. 11903, McGregor-Noe Hardware Co. vs. St. Louis-San 
Francisco, opinion No. 7096, 63 I. C. C. 246-8. 

No serious contention that the rates were and are unreason- 
able, the report said, was made, the real contention being that 
the percentage increases had so widened the spreads as between 
the jobbers at Springfield and Rogers as to place the former at 
a serious disadvantage in comparison with those at Rogers. 

The increases caused by the percentage advances were still 
further accentuated against Springfield in September, 1920, when 
L. C. L. commodity rates were cancelled and fourth class rates 
became applicable on the L. C. L. shipments of the complainant. 
The present spreads range from 16.5 to 27.5 cents. The in- 
crease in the in-and-out rate, paid by Springfield, since February 
1, 1916, ranges from 105 to 130 per cent, while the increase to 
and from Rogers ranges from 81 to 103 per cent. The defendant 
admitted maladjustment as between the two points and said 
that it was revising its rates. In view of that statement the 
Commission did not issue an order requiring the removal of 
the undue prejudice but gave notice that it expected the read- 
justment to be made within 60 days. 


ATLANTA INTERCHANGE SWITCHING 


In a report on I. and S. No. 1330, Interchange Switching at 
Atlanta, opinion No. 7100, 63 I. C. C. 258-63, the Commission has 
held unjustified the proposed restriction by the Southern Rail- 
way Company of its receipt of coal from the Louisville & Nash- 
ville to its Decatur Street interchange tracks in Atlanta. The 
suspended schedules, which were to have. become effective May 
6, are to be cancelled and the present arrangement for the inter- 
change of coal at Atlanta between the two roads is to be con- 
tinued indefinitely. 

The case arose when the L. & N. refused to absorb switch- 
ing charges in excess of $2.50 per car on hauls to industries 
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on the southern’s belt line in excess of three miles. The South- 
ern, in justification of the proposal to cancel interchange at all 
points other than its Decatur Street interchange tracks, said 
that the L. & N. was the only carrier that refused to absorb 
switching charges on hauls greater than three miles. 

The Louisville & Nashville claimed to be unjustly discrim- 
inated against by the Southern in that its coal was not allowed 
to move on the same basis as that of its subsidiaries, over whose 
tracks it operates and because exact distances were computed 
against it from Decatur Street, while distances in the case of 
those carriers delivering coal to the Southern at John Street were 
computed from the switch point opposite Howell Street yards 
1.6 miles above. 

Chairman Clark, who wrote the opinion of the Commission, 
said the position of the Southern was based on the principle of 
reciprocity of terminal service between the connecting carriers. 
The switching charge of $2.50, Mr. Clark said, was nominal and 
not compensatory. Many of the large coal consuming indus- 
tries on the Southern and certain distributors require grades 
of coal either more readily or only obtainable from mines served 
by the L. & N. On the other hand, said Mr. Clark, there are 
no coal consuming industries on the L. & N. in Atlanta and it 
can offer the Southern no return service to equalize its use of 
the latter’s belt facilities. 

“We have here an extreme example of the evils of the reci- 
procity theory of applying switching charges which have been 
heretofore adverted to by us,” said the chairman. While the 
chairman said that it was an extreme example of the evils of 
the reciprocity theory, no solution for the condition was sug- 
gested in this report. The Commission contented itself with 
the finding that the Southern’s proposed limitation had not been 
justified. . 


‘CHARGES ON GRAIN AT MONROE 


In a report on No. 11586, Amendt Milling Co. vs. New York 
Central et al., opinion No. 7094, 63 I. C. C., 230-8, written by Com- 
missioner Campbell, the Commission has reached the conclusion 
that Monroe, Mich., is on an out-of-line haul route, that the out- 
of-route and back-haul charges applicable to grain on transit 
grain at Monroe had not been shown to have been or to be un- 
reasonable, as alleged. Therefore, an order of dismissal has been 
entered. 

Monroe is on the old route of the Lake Shore, now a part 
of the New York Central. That route, according to the testimony 
of the railroad witnesses, is used only in emergencies, for through 
east and west traffic. The complainant contended that for the 
purposes of transit, Monroe is on the main route and that there- 
fore the back-haul or out-of-route charges did not apply on grain 
given transit at Monroe and forwarded to points east and south 
of Toledo. 

At the argument, the complainant contended that the ques- 
tion was moot because the transit tariff did not limit the routing. 
The Commission, admitting for the sake of the argument that 
the tariff might be ambiguous, its ambiguity did not mislead the 
complainant. Commissioner Campbell said that, as a matter of 
fact the complaint was brought on the theory that the tariff 
covering transit at mills and elevators on the direct line did not 
apply at Monroe, and that therefore out-of-route charges would 
have to be paid on grain to and from Monroe, for which transit 
was claimed. 

The Commission said, however, that the tariff should be clari- 
fied, promptly, by proper amendment. 


RATE ON SUGAR 


An order of dismissal has been made in No. 11685, Early- 
Foster Company vs. Southern Pacific et al., opinion No. 7087, 63 
I. C. C. 209-10. The complainant attacked, as unreasonable, a rate 
of $1.05 on sugar from San Blas, Mex., to Cuidad, Jaurez and 
Piedras Negras, Mex., via Nogales, Ariz., and El Paso, stopped 
at El Paso. 

The complainant took possession of the sugar at El Paso 
because conditions were such that it did not want the shipments, 
34 carloads in number, forwarded in May and June, 1920, to go on 
to the destinations in Mexico across the river from El Paso. In- 
stead of going to Mexico, the sugar was sent to various destina- 
tions in the United States. 

A proportional rate of 72 cents applied between the junctions 
in the United States through which the sugar moved, on stuff 
going back into Mexico. The complainant thought that that rate 
should be applied to the shipment, but the Commission said the 
rate of $1.05 was the distance scale rate of the Arizona commis- 
sion and that it would be reasonable for application to the in- 
terrupted journey of the Mexican sugar. 


CHARGES ON OREGON WHEAT 


Charges on a carload of wheat from Sherar, Ore., to Port- 
land, Ore., over an interstate route, based on an applicable joint 
commodity rate of 18 cents per 100 pounds and a minimum of 
80,000 pounds, were unreasonable because they exceeded those 
which would have accrued on an actual weight basis, the Com- 
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mission held in No. 11573, Northern Grain & Warehouse Co. vs. 
Spokane, Portland & Seattle et al., opinion No. 7085, 63 I. C. C., 
205-6. The defendants have been, ordered to pay reparation. The 
complainant ordered a 40,000-pound capacity car. The defend- 
ants’ tariff, the Commission said, provided that the minimum 
weight would be marked capacity of car, but in no case less than 
40,000 pounds. There was no tariff authority to base charges 
on the capacity of the car ordered, or actual weight when in 
excess thereof, where a car of greater capacity was furnished 
for the carrier’s convenience. 

“We have consistently held that where a carrier by its tariffs 
specifies a certain minimum for a car of a certain size it thereby 
tenders to the public that rate of transportation; and that where 
for its own convenience it tenders a car of different capacity from 
that ordered by the shipper the carrier must protect the mini- 
mum applicable to the car ordered,” the Commission said. 

The defendants have been ordered to make effective on or 
before October 25, applicable on shipments of wheat between the 


— involved in the case, a rule in conformity with the finding 
above. 


RATES ON SULPHURIC AND MIXED ACIDS 


Reparation has been awarded on a holding of unreasonable- 
ness, in a report on No. 11617, E. I. du Pont de Nemours vs. 
Pennsylvania et al., opinion No. 7099, 63 I. C. C. 255-7. The 
Commission held rates on sulphuric and mixed or nitrating acids, 
in tank cars from Gray’s Ferry (Philadelphia) to Arlington, N. 
J., unreasonable because and to the extent that they exceeded 12 
cents in the period from February 5 to June 25, 1918, and 15 
cents thereafter, subject to the increase authorized in Ex Parte 
No. 74. A rate made in consonance with the report is to be 
established for the future not later than October 25, and repara- 
tion will be ordered when the freight bills have been checked. 


RATE ON BLASTING CAPS 


Finding that the rate applicable on a carload shipment of 
electric blasting caps from Port Ewen, N. Y., to Wilsonburg, 
W. Va., shipped January 12, 1918, was not unreasonable, but that 
the shipment was misrouted, the Commission, in No. 11913, 
George C. Holt et al., receivers of AStna Explosives Co., Inc., 
vs. B. & O., Director-General, et al., opinion No. 7089, 63 I. C. C. 
213-14, has directed an adjustment of charges and dismissed the 
complaint. Charges on the shipment were collected at the rate 
of 91.3 cents applicable over the route of movement, West Shore 
to Little Ferry, N. J., Pennsylvania to Bay View, Md., and B. & 
O. beyond. The Commission said the shipment could have 
moved via New Martinsville, W. Va., over which route there 
was contemporaneously in effect a lower combination rate of 
86.7 cents. The defendants admitted the shipment was mis- 
routed and that the rate should not have exceeded 86.7 cents. 
The complainant is entitled to a refund of the overcharge, the 
Commission said. 


CRUSHED STONE AND GROUND LIMESTONE 


The Commission has dismissed the complaint in No. 11489, 
Columbia Quarry Co. vs. Director-General, as agent, and East 
St. Louis, Columbia & Waterloo, opinion No. 7084, 63 I. C. C. 
203-4, on a holding that rates on crushed stone and ground lime- 
stone from Krause, IIl., to various destinations in Illinois, during 
federal, control, and to Brownsville, Tenn., were not unreason- 
able. This was another case in which the complainant rested 
its case primarily on the allegation that it was not the intention 
of the Director-General to increase each factor of combination 
rates under G. O. No. 28. Certain of the shipments involved 
were undercharged and others overcharged and any outstanding 
undercharges and overcharges should be promptly adjusted, the 
Commission said. 


ST. LOUIS TERMINAL BONDS 


The Commission has authorized the Terminal Railroad As- 
sociation of St. Louis to pledge $439,000 of general mortgage 
4 per cent gold bonds with the Secretary of the Treasury as 
collateral security for the faithful performance by the company 
of its contracts, dated August 30, 1920, and December 17, 1920, 
relating to the repayment to the United States of any excess of 
advances over the amount of guaranty which may be finally 
certified, pursuant to the provisions of section 209 of the trans- 
portation act. The bonds will be substituted for surety bonds 
heretofore given to the Secretary of the Treasury and the sub- 
stitution will enable the carrier to save $1,425 per annum in 
premiums. 


LOANS TO BOSTON & MAINE, AND ERIE 


The Commission has approved a loan of $3,049,000 to the 
Boston & Maine to enable the carrier to meet maturing indebted- 
ness. It also approved a loan of $1,733,750 to the Erie to aid 
the company in providing itself with new and reconstructed 
equipment and other additions and betterments, and in meeting 
maturing indebtedness. 


Septem 


a” 


RAT: 

Fo 
may m 
junctio 
taining 
tentati 
ing on 
ville & 
tion a) 
sion in 

De 
petitio: 
Nashvi 
rates < 
reason 

TI 
on the 
ment © 
dice ¥ 
called 
rates ¢ 
allege: 
tion a 


Ri 


A 
of rat 
in 52 
Armes 
Co. Vs 
unrea: 
made 
timon 
They 
becau 
cellat: 
made 
indus 
out of 

T 
cemel 
made. 
of re 
swite 
hearii 
mony 
swite 
throu 
that 
Tever 


y: 
are 1 
repor 
Gene 
the r 
floor, 
Mich. 
21, 1 
diser 


(1) 
runn 
Wort 
that 

trim 
sonal 
Class 
char; 
were 
bora; 
Class 
boar 
exte} 
mini 


ston 
Mar 
Unla 


se WY Se eS eS lt 


[= So lUU™SlUU me CO 


we 


ee eS 









e* 






geptember 3, 192] 





RATES AT TENN. CENTRAL JUNCTIONS 


Fourth section relief for the Tennessee Central, whereby it 
may meet the class and commodity rates of competing lines at 
junctions, including Nashville, while at the same time main- 
iaining higher rates at intermediate points, is proposed in a 
tentative report by Examiner J. R. McQuillan, in a further hear- 
ing on No. 9190, Murfreesboro Board of Trade et al. vs. Louis- 
ville & Nashville et al., and the Tennessee Central’s fourth sec- 
tion application No. 3912. Relief was denied by the Commis- 
sion in its original report in 55 I. C. C. 648. 

Denial of relief was based on the conclusion that the com- 
petition between river lines and rail lines was not such, at 
Nashville, that the Tennessee Central needed to maintain higher 
rates at intermediate points to make up the losses suffered by 
reason of the lower rates at the junctions. 

The Knoxville Traffic Bureau opposed granting of relief 
on the ground that the rates of the Central, under the arrange- 
ment which that road proposed to make would unduly preju- 
dice Knoxville and unduly prefer Chattanooga. The examiner 
called attention to the fact that the rates in question were state 
rates and not under the control of the federal body unless it was 
alleged or shown that they constituted an unjust discrimina- 
tion against interstate commerce. 


RATES FROM AND TON. & B. POINTS 


A reversal of the Commission’s finding of unreasonableness 
of rates to and from points on the Northampton & Bath, made 
in 52 I. C. C., 387, has been proposed by Examiner Henry B. 
Armes, in a tentative report on No. 8778, Atlas Portland Cement 
Co. vs. Northampton & Bath et al. Armes said the finding of 
unreasonableness reversal of which he has recommended, was 


made upon the fact that the railroads had not offered any tes- . 


timony to show the reasonableness of the rates under attack. 
They failed to sustain the burden of proof which was upon them 
because the increased rates under attack resulted from the can- 
cellation of allowances or divisions to the Northampton & Bath 
made in 1914, when the trunk lines cancelled rates with the 
industrial carriers, on the theory that divisions or allowances 
out of joint rates constituted rebates to the proprietary interest. 

The Northampton & Bath is owned by the complaining 
cement company. When the finding of unreasonableness was 
made, the cement company prepared data upon which an order 
of reparation might be based. It asked for the return of the 
switching charges it had paid to the industrial railroad. As the 
hearing on that phase of the case, the trunk lines put in testi- 
mony to show that the rates resulting from the addition of the 
switching charges to the line-haul rates did not make the 
through rates unreasonable. The examiner agreed with them 
that the rates to New Jersey ports were sub-normal, hence the 
teversal proposed by him. 


AUTOMOBILE WOODEN BOARDS 


A finding of unreasonableness and an award of reparation 
are recommended by Examiner Paul O. Carter in a tentative 
report on No. 12397, Chevrolet Motor Co. of Texas vs. Director- 
General, as agent, et al., in which the complainant alleged that 
the rates charged for the transportation of automobile wooden 
floor, toe and running boards, in mixed carloads, from Detroit, 
Mich., to Fort Worth, Texas, during the period from’ February 
21, 1917, to February 28, 1920, were unreasonable and unduly 
discriminatory. 

“The Commission should find,” Examiner Carter says, “that: 
(1) the fourth-class rates charged on trimmed automobile wooden 
running, floor and toe boards moving from Detroit, Mich., to Fort 
Worth, Tex., prior to April 1, 1918, were not unreasonable; (2) 
that the fourth-class rates, minimum 30,000 pounds, charged on 
trimmed boards moving on and after April 1, 1918, were unrea- 
sonable to the extent that they exceeded the contemporaneous 
(lass A rates, and minimum; (3) that the fourth-class rates 
charged on untrimmed boards moving prior to December 30, 1918, 
Were unreasonable to the extent that they exceeded the contem- 
Poraneous class B rates, minimum 30,000 pounds; (4) that the 
Class A rates, minimum 36,000 pounds, charged on untrimmed 

ards on and after December 30, 1919, were unreasonable to the 


extent that they exceeded the contemporaneous class B rates, 
Mininum 36,000 pounds.” 


STONE, BEDFORD TO CHICAGO 


A rate of $1.50 a ton on rip rap stone from the Bedford, Ind., 
€ district to Chicago in the period from September, 1918, to 
ne ch 1, 1920, should be found not unreasonable or otherwise 
awful, Attorney-Examiner Arthur R. Mackley proposed in a 
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tentative report recommending dismissal of No. 11940, Great 
Lakes Dredge & Dock Co. vs. Director General, as agent, Illinois 
Central, et al. The complainant alleged the rate was unreason- 
able to the extent that it exceeded $1.20, the contemporaneous 
rate of the Illinois Central from the same general district to Chi- 
cago, and also that the assessment of an additional charge of 
50 cens per ton by the Illinois Central for switching the ship- 
ments to the I. C.’s pier track No. 1, at the foot of South Water 
street in Chicago, was unreasonable. The $1.50-rate was charged 
by the Monon and the Chicago, Terre Haute and Southeastern. 
Regarding the additional charge of 50 cents, the complainant 
contended that under the Lowrey tariff, governing switching in 
Chicago, no additional switching charge was authorized. The 
examiner said that the additional charge was made by the I. C. 
because pier track No. 1 was not listed in the Lowrey tariff as 
an industry track and that the record afforded no basis for re- 
quiring the listing of the pier track on an industry track of the 
I. C. As to the $1.50 rate, the examiner said the fact that a lower 
rate was effective via the I. C. than via the Monon and South- 
eastern did not warrant, and the record did not warrant a find- 
ing of unreasonableness. The rate is now $2.10 via all lines, he 
said. 


RATES ON COAL IN ILLINOIS 


Examiner John T. Money, in a tentative report on No. 12280, 
Central Illinois Light Co. vs. Dire¢tor-General,-as agent, Chi- 
cago & Alton, et al., and also embracing No. 12291, Sharon Coal 
Co. et al. vs. Director-General, as agent, Chicago & Alton, et al., 
has recommended a finding that rates on bituminous coal from 
mines in the Springfield district, and the Peoria and Fulton 
county groups, in Illinois, to Peoria, Ill., during federal control, 
were not unreasonable and that the complaints be dismissed. 
The rates in issue were established June 25, 1918, under G. O. 
No. 28 and alleged to be unreasonable to the extent that they 
exceeded the rates established October 5, 1918. It was contended 
that defendants through misapplication of the provisions of G. 
O. No. 28 published rates in excess of those authorized by the 
order, which they said was evidenced by the subsequent reduc- 
tion. The defendants contended that the reasonableness of the 
rates did not enter into the revision on October 5, 1918, and that 
the revision should not be regarded as an admission of the un- 
reasonableness of the higher rates established on June 25, 1918. 
The examiner said the Commission has repeatedly held that even 
if the rates assailed were not established in strict conformity 
with the provisions of G. O. No. 28, that fact alone was insuffi- 
cient to support a finding that the rates established thereunder 
were unreasonable. The rates assailed compared favorably with 
numerous rates applicable on coal for comparable distances be- 
tween points in the same territory, the examiner said. 


SOO LINE ICE SHIPMENTS 


A holding that the charges collected were greater than those 
legally applicable and a statement to the defendants that they 
should make refunds down to the basis of the legally applicable 
rates and charges, has been recommended by Examiner John T. 
Money, in a tentative report on No. 12372, William L. Carney vs. 
Minneapolis, St. Paul & Sault Ste. Marie, Director-General, et al., 
as to 1,800 shipments of ice, in carloads, from Trevor, Wis., and 
Lake Marie (Antioch) IIl., to points on the Northern Illinois, in 
Chicago. 

The case arose over an interpretation of the Soo Line ab- 
sorption tariff and its application to deliveries on the Illinois 
Northern. Stripped of its technical verbiage, Money said the 
tariff meant that where the revenue per car is more than $15, 
the Soo Line would absorb $6 per car after an arbitrary of $5.50 
had been added for deliveries on industrial tracks and $4.50 had 
been added for team track deliveries on the Illinois Northern. 

The charges were collected, on shipments from Trevor, at 
the rate of $16.56 per car and $22.84 from Lake Marie. Examiner 
Money said the charges collected were illegal to the extent that 
they exceeded $14.06 per car on shipments from Trevor and 
$20.34 on shipments from Lake Marie. He said that the de- 
fendants should refund the overcharges with interest and that 
the Commission should then dismiss the complaint. 





PIG IRON, N. BIRMINGHAM TO NEW ORLEANS 


Examiner Burton Fuller, in a tentative report on No. 12384, 
Tutwiler & Brooks vs. Southern Railway Co. et al., has rec- 
ommended dismissal of the complaint on a holding that a com- 
bination rate of $2.10 per long ton, charged on 24 carloads of 
pig iron from North Birmingham, Ala., to New Orleans, La., 
for export, was applicable and not unreasonable. The ship- 
ments moved in May, 1920, as routed over the Southern to Bir- 
mingham, Birmingham Southern to Bessemer, Ala,, and lines 
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of the Southern system beyond. The rate of $2.10 was com- 
posed of commodity rates of 30 cents to Birmingham and $1.80 
from that point to destination. The complainants contended 
that the $1.80 rate was applicable from North Birmingham, as 
the latter was named in the tariff as a Birmingham rate point. 
The examiner said that, in accordance with both the literal and 
reasonable interpretation of the provision contained in the tariff 
on which the complainants based their contention, the rate of 
$1.80 was not applicable from North Birmingham. 





COAL, UTAH TO NEVADA 


Attorney-Examiner M. A. Pattison, in a proposed report on 
No. 12171, Public Service Commission of Nevada vs. A. T. & 
S. F. et al., has recommended a holding of unreasonableness 
as to rates on soft coal from mines in the Castle Gate district 
in Utah, and from Rock Springs to stations in Nevada on the 
main lines of the Southern Pacific and Western Pacific and to 
Ely and East Ely, on the Nevada & Northern, and that reason- 
able rates for the future be as follows: To points between 
Tacoma and Tule, on the Southern Pacific, inclusive, and be- 
tween Ola and Golconda, inclusive, on the Western Pacific, $5.50 
per ton; to Winnemucca, $5.80 per ton; to points between Krum 
and Reno, inclusive, on the Southern Pacific, and between Krum 
and Reno, inclusive, on the Western Pacific, $6.25 per ton; and 
to McGill, $5.65 on lump and $4.60 on slack, run-of-mine and 
nut. Rates to East Ely and Ely should not exceed rates based 
on the present differences over McGill. 


RATES ON GASOLINE 


The rates legally applicable on numerous tank-car loads of 
gasoline, shipped between July 25, 1918, and July 17, 1919, from 
group 3 points in Oklahoma to various destinations in Kentucky, 
were those in effect June 24, 1918, plus 4.5 cents per 100 pounds, 
Examiner Charles R. Seal has held in a tentative report on 
No. 12130, Standard Oil Co. (Kentucky) vs. Director-General, as 
agent, B. & O. et al. He said that the shipments to destinations 
other than Maysville, Ky., were not undercharged, but that the 
shipments to Maysville were overcharged and that the complain- 
ant was entitled to reparation on those shipments down to the 
basis of the rates found reasonable. 


RATES ON VELVET BEAN MEAL 


Examiner Charles R. Seal, in a report on No. 12133, Mon- 
arch Mills vs. Central of Georgia, has recommended a holding 
that the rates on velvet bean meal from points in Georgia and 
Alabama to Chattanooga during federal control and since were 
and are unreasonable, because and to the extent that they ex- 
ceeded, exceed or, for the future may exceed the contemporane- 
ous rates on cottonseed meal. Seal also recommended repara- 
tion down to that basis. 


NEBRASKA RATES, FARES AND CHARGES 


The Trafic World Washington Bureau 


A downward revision in rates on road and building ma- 
terials, intrastate in Nebraska, and ‘interstate to some near-by 
points in Iowa, is to be made on five days’*notice to the Com- 
mission, under permission from the Commission, given by means 
of a supplemental order in No. 11829, “Nebraska Rates, Fares and 
Charges.” Broadly speaking, the revision will have the effect 
of restoring the rates on such materials in effect in Nebraska 
when the Commission issued its order under the thirteenth sec- 
tion, requiring the removal of discrimination against interstate 
commerce. 

Shippers, carriers, and state authorities petitioned for a 
restoration of the oJd rates. They asked that the case be re- 
opened as to rates on sand and gravel, and that petition was 
granted on July 19. Further hearing was to have been had on 
the subject of rates on those commodities but the agreement of 
the three parties. in interest for a virtual restoration of the old 
rates made further hearing unnecessary. The order reopening 
the case has been set aside and the proceedings thereunder dis- 
continued. 

After setting forth the facts with regard to the original 
order to remove the disccrimination and the order for reopen- 
ing, the order of the Commission made public on August 29, 
allowing the restoration, says: 





It further appearing, That there has been filed with this Com- 
mission a petition on behalf of certain carriers operating within 
the state of Nebraska, parties to this proceeding, requesting authority 
to establish certain proposed rates, which have been agreed to by 
the interested shippers and approved by the Nebraska State Rail- 
way Commission: : 

It is ordered, That the order entered in this proceeding on 
January 27, 1921, as amended by orders of March 29 and April 15, 
1921, be, and it is hereby, further amended so as to permit petitioners 
Chicago, Burlington & Quincy Railroad Company; Chicago & North- 
western Railway Company; Chicago, Rock Island & Pacific Railway 
Company; Chicago, St. Paul, Minneapolis & Omaha Railway Com- 
pany; Missouri Pacific Railroad Company; Missouri Pacific Railroad 
Corporation in Nebraska; The St. Joseph & Grand Island Railway 
Company; and Union Pacific Railroad Company, according as they 
participate in the transportation to establish, on or before October 
10, 1921, upon notice to this Commission and to the general public 
by not less than five days’ filing and posting in the manner pre- 
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scribed in section 6 of the interstate commerce act, for the trans- 
portation of the commodities hereinafter described, within the state 
of Nebraska, the following schedules of rates: 

Scale of commodity distance rates on sand, gravel and stone 
(crushed, chip, dust, rip-rap and rubble) for application between al] 
points in Nebraska except as otherwise shown. 


Distance Rates in cents Distance Rates in cents 
Miles per 100 lbs. Miles per 100 lbs, 
60 4% 160 3 
70 5 175 ian 
80 5% 200 9% 
90 6 225 10 
100 614 250 10% 
115 7 oi 275 11 
130 7% 300 11% 


Rates on sand and grayel to be published specifically as excep- 
tions to the distance scale, from La Platte, Cedar Creek, Louisville, 
Meadow to Omaha and Lincoln, 3% cents per 100 lbs.; from South 
Bend, Ashland, Cone Spur Valley, Fremont to Council Bluffs, Ia., 4 
cents per 100 lbs. (Minimum carload weight 90 per cent of marked 
capacity of car, except that when weight of shipment loaded to full 
visible capacity of car is less than 90 per cent of marked capacity 
of car ,the actual weight will apply. In no case shall the minimum 
weight be less than 40,000 pounds.) 


From Dollars per car. 
Via C. B. & Q. R. R— 
Pits adjacent to Central City to Central City, Neb............. $10.00 
Pits adjacent to Ashland to Ashland, Neb............cccccccceces 10.00 
Pits adjacent to Endicott to Endicott, Neb. .............ccec00. 10.00 


Pits adjacent to Bridgeport to Bridgeport and Northport, Neb... 10.00 
Pits adjacent to Columbus to Columbus, Neb 


SSF ES Bl SES Ses ee See ee 15.00 
Pits adjacent to Fremont to Fremont, Neb.........-...eceeeeees 10.00 
Via C. & N. W. Ry.— 
Lyman Sand Co.’s pit, Fremont Ice House and Richey Bros.’ pits 
at Fremont to Chautauqua Siding and Fremont, Neb........ 10.00 
Via Union Pacific R. R.— 
Pits adjacent to Sandell to Fremont, Neb...............eeeeeeees 10.00 
From 


Via C. St. P., M. & O. Ry.— 
Fremont, Neb., to Oakland. Neb 
Fremont, Neb., to Lyons, Neb 





Rakin tag wit ogieveae oe ee acd a Wauiok alewete 4 
DRCOG, eee. 16 - Pim CIC TOW eo o.oo. c veins 0s 010 00 00 Cop nee ceee's 5% 
Fremont, Neb., to South Sioux City, Neb 5, 
PPCMIOME, DiGWs, TO SACMAOR, TROD. co.cccccsicwesvcceceetseceseces 6 
Pe eNENE,, PECs) OF OE, NON oho 6.0: 3 01416, 6: 010 0.0: 0:0:6:b-eCewiarie-e Gab eisigiea-areve 7 
PTOment, IVED., CO TRAMGGIN, NOD. oioioies ccscceccvcscesvoccsoscscecs 7% 


Via C. R. I. & P. Ry.— 


Pits located on DuVal and Blue Valley spurs near Fairbury, Neb., 
to Fairbury, Neb.—Proportional rate applying on shipments 
GESEINGE. TO TPOAMIEE OF GEOL TRE oie. oc on:sc.cc.0:c-y-0000.0.0'c 06 s.eecesecee 
Pits located on DuVal and Blue Valley spurs near Fairbury, Neb., 
CO) TINY, NCR BEG ose. o.oik h:ca0 earnisiere sig binssinie ve.wai¥-areece 2% 
(Minimum carload weight, 90 per cent of marked capacity of car, 
except that when weight of shipment loaded to full visible capacity 
of car is less than 90 per cent of marked capaicty of car, the actual 


Wooens will apply. In no case shall the minimum weight be less than 


Scale of commodity distance rates on brick, hollow building tile 


and cement building blocks for application between points in 
Nebraska. 


RATES IN CENTS PER 100 POUNDS 


Distance Rate Distance Rate 
5 5% 255 15% 
10 51% 260 . 15% 
15 6 265 15% 
20 6 270 16 
25 6% 275 16 
30 6% 280 16 
35 7 285 16% 
40 7 290 161% 
45 7% 295 16% 
50 1% 300 16% 
55 8 305 17 
60 8 310 17 
65 8% 315 17 
70 84 320 17 
75 9 325 17% 
80 9 330 1714 
85 9% 335 17% 
90 914 340 17% 
95 10 345 18 
100 10 350 18 
105 10% 355 18 
110 10% 360 18 
115 10% 365 18% 
120 11 370 181% 
125 11 375 18% 
130 11 380 1814 
135 11% 385 19 
140 11% 390 19 
145 114% 395 19 
150 12 400 19 
155 12 405 19% 
160 12 410 191% 
165 12% 415 19% 
170 1214 420 19% 
175 12% 425 19% 
180 13 430 20 
185 13 435 20 
190 13 440 20 
195 13% 445 20 
200 13% 450 20 | 
205 13% 455 2018 
210 14 460 20% 
215 14 465 20% 
220 14 470 20% 
225 14% 475 2016 
230 14% 480 21 
235 141% 485 21 
240 15 490 21 
245 15 495 21 
250 15 500 21 


This order shall continue in force until the further order of » 
Commission and shall not be construed as approving any rates esta 7 
lished hereunder, which rates are subject to revision in appropriate 
proceedings. 
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WESTERN GRAIN RATE HEARING 


The Trafic World Washington Bureau 


According to F. C. Maegly, assistant general freight agent 
of the Atchison, Topeka & Santa Fe, the grain traffic has many 
special privileges which cost the railroads a pretty penny. He 
was put on the stand at the afternoon session of the grain rate 
hearing August 25 to point out why, from an expense point of 
view, the rates on grain, grain products, and hay should not 
pe reduced. He called attention to the fact that all grain is 
stopped for official inspection, not only at point of origin, but 
at destination, and that reconsignment from the hold tracks 
on which the inspections are made is without expense to the 
shipper. He also pointed out that only the best kind of box 
cars can be used for shipping grain in bulk. In addition to the 
expense of furnishing only the best kind of box cars, the car- 
riers are required to furnish grain doors for the shipments of 
grain in bulk. He calculated the expense caused by the require- 
ment to furnish grain doors at ‘17 cents a ton. That expense 
jis not met by carriers in Argentina and Australia, where the 
grain is shipped in sacks, he said. 


On cross examination the shippers tried to make it appear 
that the so-called privileges are only those which are the natural 
incidents to the handling of a given kind of traffic in the most 
expeditious and economical manner and that the privileges are 
not special as indicating that there is a uniform way to handle 
all kinds of traffic. 


Arguments were not begun on the Commission’s grain rate 
inquiry, on the morning of August 26, as planned. Instead, the 
introduction of testimony to show that the railroads of the west- 
ern district is such that they cannot afford to take a chance of 
introduction of testimony to show that the condition of the rail- 
roads of the western district is such that they cannot afford 
to take a chance of reducing their revenues was continued. The 
afternoon session of August 25 was also devoted to that kind of 
testimony, L. E. Wettling, the statistician for the western roads, 
and their first witness, being continued on the stand by the 
cross-examination conducted by attorneys for the petitioners and 
the commissioners longer than intended. 


Mr. Wettling declared that the roads in the western district 
were hit harder by the traffic slump during the first five months 
of this year than those in any other part of the country, there 
having been a decline compared with the same period in 1920 of 
more than 27 per cent in traffic in that district. Despite this, he 
said, their expenses increased 7.69 per cent during the nine 
months which ended on June 1 compared with the corresponding 
months one year ago. 


The average haul of grain and grain products on western 
roads, he testified, is 300 miles, while for other traffic it is 201 
miles. For transporting one ton of grain and grain products one 
mile, Mr. Wettling said, the roads receive an average of 1.10 
cents, while for all other traffic, excluding grain and grain prod- 
ucts, they average 1.44 cents. 


Instead of appealing to the railroads for relief, Mr. Wetitling 
told the Commission that the farmers ought to seek first relief 
from other industries concerned with the marketing of grain 
whose rate of return is much higher than that of the railroads. 

The witness testified that according to the findings of the 
Federal Trade Commission, owners of country grain elevators in 
the western grain states in 1920 realized net returns ranging 
from 20 to 57 per cent on their investment. Findings of the com- 
mission, he said, showed that in that section of the country the 
farmers paid the elevator owners an average profit of eight cents 
a bushel over and above the cost of handling the farmer’s grain. 

“If the farmer saved one cent a bushel on his grain, he would 
realize approximately $23,000,000 more than he is now doing, 
while if he saved 4 cents a bushel he would realize $92,000,000, 
which would be more than he is asking in the reduction of freight 
rates,” said Mr. Wettling. 

“It seems to me that the farmer is going to the wrong place 
to get relief. They come to the railroads who are making less 
than two per cent while they are paying much more to other 
people for handling their grain. In some instances they are 
paying these elevators more than they pay for freight rates.” 


Investigation by the Federal Trade Commission showed, ac- 
cording to Mr. Wettling, that 1,091 grain elevators received a 
profit of 8.05 cents a bushel on the grain they handled while the 
net return on their investment amounted to 25.33 per cent. 

One hundred elevators in North Dakota, the witness testi- 
fied, received an average profit, according to the Federal Trade 
Commission, of 11.5 cents per bushel and a net return on their 
Investment of 31.34 per cent, while 63 elevators in South Dakota 
had a profit of 8.24 cents per bushel and a net return of 54.74 
ber cent on their investment. Investigation by the Commission 
into the operations of eight elevators in Oklahoma showed, ac- 
cording to the witness, that they received a profit of 11.93 cents 


Per bushel and had a net return of 57.65 per cent on the amount 
vested. 


Despite the slump in traffic, Mr. Wettling testified, there has 
€n a big increase compared with the two previous years in the 
number of cars loaded with grain and grain products. This took 
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place, he showed, despite the fact that freight rates are now 
higher than in previous years. 

From January 1 to July 23 this year, he said, 3,251,455 cars 
less were loaded with revenue freight than during the corre- 
sponding period in 1920, but the number loaded with grain and 
grain products was 190,530 cars greater than during that period 
last year. Loading of grain and grain products, he added, during 
that period this year was also 120,643 cars greater than during 
the corresponding period in 1919. 

Mr. Wettling testified that the carriers are saving themselves 
from having operating deficits by greatly reducing expenditures, 
particularly for maintenance work. Virtually all of this mainte- 
nance work, however, must eventually be done, he said. 

He said there was little hope of the roads reducing their ex- 
penditures for coal before April 1, 1922, when many of them 
renew their contracts. Because of the fact that the carriers are 
compelled to buy their supplies from 6 to 18 months in advance, 
it will be some time before they can realize anything from the 
present drop in the cost of materials and supplies. 

At the morning session August 26, C. B. Houghton, of the 
Santa Fe, who has been in the freight department of that carrier 
for thirty-seven years, presented figures to show that hay pays 
less than it should and that the railroads are not in a position 
to extend help to the farmers having hay to sell by making any 
reductions on a traffic that now pays less than a reasonable share 
of the operating expense. 

A. F. Cleveland, assistant freight traffic manager of the Chi- 
cago & North Western, presented a graph covering revenues, ex- 
penses, wages, net income, taxes and other facts pertaining to 
the condition of that carrier that caused some gasps because it 
seemed to put across the idea intended to convey with more force 
than the figures carried in the statistical tables of the usual 
form. 

That road, according to the graph and the tables, has been 
operating at a deficit since the beginning of 1920. In May its 
operating ratio was 113. Mr. Cleveland used 1913 as 100 per 
cent. One of the most striking facts shown was that at present 
wages are 140 per cent higher than they were in 1913. From 
January to January, 1920-21, they were exactly 200 per cent 
higher than in 1913. The reduction ordered by the Railroad 
Labor Board, effective in July, was the first drop in the wage 
line since 1913. That line went up in big steps nearly every 
year from 1913 to 1920. 

The graph showed, in its general outline, an immense maw 
with the upper part represented by the huge increase in wages 
and the lower by the ever-descending net income line. 

Another fact that attracted attention to what Mr. Cleveland 
said was that the iron ore traffic, which constitutes from 16 to 
26 per cent of the tonnage of the North Western, is off 70 per 
cent. That is to say, up to the middle of August, not more than 
30 per cent of the usual movement of iron ore had taken place 
on the North Western. 


All plans for concluding the hearing were abandoned August 
26, on which day it was hoped to finish the matter by having 
the attorneys sum up the case by means of argument. The plans 
had to be abandoned notwithstanding that Commissioner Potter, 
two days before, had given up his plan to cross examine C. W. 
Hillman on the so-called inefficiency of labor and be content with 
what the witness had said while Mr. Potter was out of the room. 

L. E. Wettling, chief. statistician and accountant for the 
western railroads, who, on August 25 had said the grain eleva- 
tors had made large net profits, was recalled August 26 for cross 
examination by Clifford Thorne, counsel for the American Farm 
Bureau Federation and the Farmers Co-operative Grain Dealers’ 
Association, which organizations were greatly interested in the 
figures because they have grain elevators of their own, and the 
figures pertaining to profits covered their elevators as well as 
those of elevators owned by competing companies and individuals. 

The witness admitted that he had used the figures of the 
Federal Trade Commission, showing a profit of 8.58 cents a 
bushel for the farmers’ elevators as if it were a net figure and 
that the Federal Trade Commission, in its report, had said it 
had been impossible to obtain the net profit per bushel. Thorne 
called attention to the fact, he said, that in the report from 
which Wettling had taken his figures, there had been no deduc- 
tion of operating expenses or any allowance for income taxes 
or depreciation of the elevators. Wettling said his testimony 
should be corrected to show the facts. 

Wettling also said that he had made no allowance, in his 
computation of expenses of carriers during the nine months 
following September, 1920, for the decreases in wholesale prices 
of any materials, supplies or fuel, that have taken place since 
that time. 

At the morning session of August 27 Mr. Cleveland for the 
Chicago & North Western concluded his testimony to show that 
that road can not stand any reduction in rates on grain and 
grain materials because it has been operating at a deficit for the 
last eighteen months and there is no prospect that the proposed 
reduction in rates would bring a larger volume of business, or 
of reduction in expenses in the immediate future. 

Frank B. Townsend, general traffic manager for the Minne- 
apolis & Omaha, took the stand to show what a twenty-five per 
cent reduction in rates, which is one of the suggestions that had 
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been made, would do to that carrier. He said that such a reduc- 
tion would cause a reduction of $700,000 of revenue of that 
heavy grain carrying road. 

Mr. Kelly, the rate man of the South Dakota commission, 
returned to the stand just before the end of the half day’s work 
of August 27 to supply figures request for which had been made 
by Commissioner Campbell. 

When Mr. Kelly had finished and the hearing was adjourned 
for the day, the list of witnesses to be called contained the names 
of six railroad men. Prior to the close of that day’s work it 
was figured that perhaps arguments could be begun August 29, 
but inasmuch as the program had already gone far beyond ex- 
pectations even at the beginning of the week, not much confi- 
dence was felt in that expectation. 


Reductions in the rates on hay and lumber, made by the 
Union Pacific and other railroads in the western district, on hay 
last fall, and on lumber this spring, did not bring the Union 
Pacific an additional dollar. In fact, the shipments of hay from 
Idaho, Utah and Colorado decreased after the rates were put 
down. If the rates on grain and grain products were cut 25 
per cent, as suggested during the hearing, the Union Pacific 
would lose between $4,000,000 and $5,000,000. 


The foregoing is the substance of what L. T. Wilcox, as- 
sistant to the traffic manager of the Union Pacific, said at the 
morning session, August 29, when the Commission’s grain in- 
quiry entered upon its third week. The rough figures, as Mr. 
Wilcox called them, showed that the loss would be $4,781,366. 

The witness was not permitted to finish his direct testimony 
without long interruptions, because Commissioner Campbell and 
Mr. Benton were so much interested in some of the points he 
was trying to make that they submitted him to a cross-examina- 
tion on them as he went along. Commissioner Campbell said 
that one of the things that hits him between the eyes nearly 
every time such a case as this one comes forward is that the 
petitioners or complainants are able to show that the rates are 
compensatory. Yet, because the railroads are not making a fair 
return on the value of ‘the property devoted to transportation, 
there must be some rates that are less than compensatory. 


“Is there a study going on to find out what rates are causing 
the return to be less than the law contemplates?” Mr. Camp- 
bell wanted to know. 

“Such studies are going on all the time,” said the witness. 
“We have not laid down every other kind of work to find out 
what rates are causing the trouble, but it is our aim to find out 
what is the trouble and correct it. We have made a number of 
reductions because the traffic was not moving, as for instance, 
on lumber from the north Pacific coast to Omaha, so as to equal- 
ize the rates to Omaha with those to St. Paul. Not a stick of 
lumber was moving to Omaha this spring, and the shippers 
represented that if we made the rates to Omaha the same as to 
St. Paul, that is, if we restored the spread to what it was before 
Ex Parte 74, they would probably be able to ship, so we cut 
off 7 cents. The only movement since then has been some traffic 
to Portland, Ore., for shipment via the Panama Canal. 


“Last fall the shippers of hay in Idaho bombarded us with 
letters and telegrams, saying they could not move anything on 
the rate of 75.5 cents. The rate, before the 1920 increase, was 
56.5 cents. We made a rate of 50 cents to Missouri river. From 
September to March about 1,000 cars moved. During the last 
six weeks the lowered rate was in effect the shipments decreased 
in comparison with the cars sent forward in the corresponding 
months of 1920, at the rate of 56.5 cents. The 50 cent emergency 
rate expired, by limitation, on March 31. About the time it was 
due to expire the shippers again bombarded us but we decided 
to allow the 50 cent rate to expire. Some time later the rates 
from Utah and Colorado were reduced to 59 cents and we fol- 
lowed suit. The number of cars shipped declined in comparison 
with shipments in the corresponding months of 1920 and the 
price at the Missouri river went down from $26 to $21 per ton. 
The reduced rate was effective on June 2, and since that time 
shipments have decreased.” } 


“Isn’t the carrier in an almost indefensible position when it 
admits that for instance rates on grain and grain products, as 
in this case, are compensatory, while others are not sufficient 
to give the carriers a reasonable return?” asked Commissioner 
Campbell. 


“When rates were increased in Ex Parte 74, those in effect 
then were supposed to have been reasonable at the time they 
were made,” said the witness. “Since then prices have gone off. 
Ought we to be required to sacrifice our small net on the as- 
sumption that it would help the farmer? Are we responsible 
for the eeonomic condition?” 


“If your rates were so high as absolutely to stop the move- 
ment of grain from the inter-mountain country would you, or 
would you not, make reductions?” asked Mr. Benton. 

“You are assuming something that has not happened and is 
not likely to happen.” 


“The testimony in this case is that it will,” said Mr. Benton. 


“There are guesses in the record that something of that 
kind might happen,” retorted R. H. Widdicombe, one of the rail- 
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road attorneys. “Ask the witness a reasonable 
give him a chance to make a reasonable answer. 
“Oh, well, if he doesn’t want to answer it, we will 
said Mr. Benton. 

Submission of statistics of earnings and tonna 
of the railroads was continued at the afternoon session of August 
29, attorneys for the shippers and commissioners Cross-exan. 
ining Mr. Wilcox of the Union Pacific and P. J. McCarthy, assis. 
ant general freight agent for the Missouri Pacific, taking the 
stand. Clifford Thorne attacked the Wilcox figures Showing a 
short haul on grain as being misleading because practically every 
movement of grain was hooked up, he said, with an outward 
movement of product. He pointed out that inasmuch as the wo 
movements were thus hooked together, the computation mage 
by Mr. Wilcox involved the use of two cars in the divisor used 
instead of only one car. 

The Missouri Pacific, according to Mr. McCarthy’s caleula- 
tions, would have had $2,500,000 less revenue than it received 
if the rates between September 1, 1920, and May 1, 1921, had 
been twenty-five per cent lower than they were. Inasmuch as 
the Missouri Pacific during those eight months operated “jy 
the red” the reduction in revenue would have had the effect 
of making a serious matter worse. 

The McCarthy figures showed that the tonnage of grain, 
grain products and hay during the eight months in questiun 
~y up or increased a little, while the tonnage of other products 
fell off. 

“Your figures indicate that the inability of the Missowi 
Pacific to earn a return was not due to any failure of grain, 
grain products and hay to move, but rather the failure of other 
traffic to move,” suggested Commissioner Campbell. 

“It would seem so, if there is no other fact to show other. 
wise,” said the witness. Commissioner Campbell followed up 
his Suggestion by remarking that perhaps the failure of othr 
freight to move was because the purchasing power of the 
farmer had decreased. 

Commissioner Potter, August 30, at the morning session in- 
jected into the hearing on grain rates the question whether the 
Commission might not deal helpfully with the situation by 
changing the relationship so as to enable Arizona, New Mexico, 
Idaho and some of the more distant points of origin to get into 
the eastern markets; that is to say, into Missouri and Missis- 
sippi River territories, with their alfalfa hay, on terms that 


question ang 


s0,” let it 


ge in behalt 


‘would enable the cattle feeders and dairymen of the middle west 


to use the hay that the growers of alfalfa insist is needed in 
the dairies and feeding lots. 

“The order in the case specifically says that no testimony 
as to relationships will be received in this case,” said Commis- 
sioner Esch. Mr. Potter suggested that the order might be 
changed. He asked Chairman Reed of the Kansas commission 
whether he considered that order as making it impossible to 
make an order requiring changes in the rates on long hauls 
The Kansan said he did not think it bound the Commission to 
refrain from dealing with that phase of the subject. 

“You do not consider yourself especially hostile toward re 
ductions in the long haul rates, do you?” asked Commissioner 
Potter. 


“I should consider it very unfortunate if the Commission 
should deem it desirable to reduce rates from New Mexico and 
Arizona, without making like reductions from Kansas,” answered 
the Kansas man. Railroad attorneys said they had not under- 
taken to offer any testimony on the relationship of rates, and 
would therefore not like to have that phase of the case fore 
closed on them. Some of the states, in telling the history of 
the rates involved; necessarily told about the break in relation- 
ships. That testimony, however, was incidental and not put I 
as showing unjust. discrimination against any state or undue 
preference for another state. Commissioner Lewis, who nominally 
was conducting the hearing, read from the Commission’s order to 
show that the record, officially, could not contain the testimony 
that would be needed for the Commission to do what Comms: 
sioner Potter had suggested. 


Commissioner Lewis presided as chairman, but much of the 
hearing was conducted by Commissioners Potter and Campbell; 
that is to say they asked the witnesses questions in such large 
numbers that the hearing looked more like a hearing In the 
presence of the whole Commission; rather than a hearing b) 
one Commissioner. 


Railroad testimony to show that no reduction in rates 
grain could be made without causing big losses in revenue ew 
continued at the afternoon session of August 29, and the mornils 
session of the following day. Late at the afternoon sessi0l 
August 29, F. J. Shubert, general freight agent of the Rock Is 
land, submitted figures for the eight-month period ending with 
May. The revenue of that carrier in the period from gral. 
grain products and hay was $14,500,000 in round numbers. - 
25 per cent reduction would cause a $5,000,000 loss in sere 
for that carrier in one year, if the eight month period shoul 
prove an accurate index for the whole year. 

P. H. Burnham of the Great Northern estimated that the 
loss in revenue following a 25 per cent cut would amount t0 
$3,493,555 on grain, $512,041 on products and $162,248 on hay, 
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aithough he said the hay tonnage on that road was short haul 
and the volume probably would not be much affected by a change 


in rates. The total loss in revenue to that carrier, he estimated 
would be $4,167,844. f ; 

Answering questions by Commissioner Campbell, the wit- 
ness said he did not believe the Great Northern has any rates 
that do not pay the transportation cost or are not somewhat 
compensatory. 

“Then why,” asked Mr. Campbell, “do they not bring the 
return expected of them when made?” 

“why, I think they fail because of the general condition of 
the country. The tonnage is not moving.” 

Mr. Campbell interrogatively suggested that the prosperity 
of agriculture is the foundation for prosperity throughout the 
country and asked if Mr. Burnham did not agree, that if the 
prosperity of the farmer was restored, the whole country would 
be better off. Mr. Burnham agreed with Mr. Campbell but said 
that he did not agree that a reduction in rates that would put 
the railroads into a worse condition than they have been would 
contribute to the restoration of the prosperity of the farmer. 

The witness was asked about the dividends the Great North- 
ern had paid from surplus. He thought they tended to sustain 
the credit of the road. Passage of a dividend by the Great 
Northern, he thought, would be a calamity for the northwest. 

Commissioners McChord and Campbell asked for figures as 
to the surplus. The witness and the railroad attorneys said the 
figures were on file with the Commission but the Commissioners 
suggested that the railroads could easily furnish them. 


A general summing up of the position of all the carriers in 
the western district was placed before the Commission, in the 
grain inquiry, on August 31, by Conrad E. Spens, vice-president 
in charge of traffic of the Burlington. On cross examination, 
attorneys for the shippers and Commissioners Potter and Lewis 
discussed with him the effect of the high level of wages. Spens 
did not attack the wage level at all. He declined the implied 
invitation to get into a discussion on that point, but he insisted 
on treating the operating expenses as a whole, rather than with 
one item in the expense. $ 

“If wages were reduced $10,000,000 wouldn’t you be willing 
to make a reduction in rates that would cut off that much?” 
asked Mr. Benton. 

“In view of the narrow margin between operating revenue 
and operating expense, would you expect us to hand over to the 
shipper all the reduction in expenses?” asked Spens. 

‘!’'m asking you,’ said Benton. 

“And I’m answering you in the same way.” 


Stanley H. Johnson, vice-president in charge of traffic on 
the Rock Island, said that every industry that ships anything 
is convinced that it is in worse condition than any other, and 
that if the railroads granted a reduction in the rates on grain 
and grain products, each would believe itself entitled to a re- 
duction in like amount. He specifically named hardwood lum- 
ber, oil, live stock and iron ore as commodities the shippers of 
which believe they are entitled to heavy reductions. Crude oil 
has gone down, he said, from $2.50 a barrel to as low as 30 cents, 
which, he suggested, is greater than the reduction in the prices 
of grains. ‘ 

Mr. Johnson precipitated a heated colloquy by saying that, as 
traffic man in charge of the Rock Island, he had not heard of 
or received one request for a reduction in rates on grain except 
from governmental agencies, and also excepting this formal com- 
plaint, which was brought by state commissions. 


Clifford Thorne protested. So did Chairman Reed. The lat- 
ter asked if the witness did not participate in a conference with 
the governor of Kansas about reductions in grain rates. 


“You are absolutely right,” said Mr. Johnson. ‘Remember, 

however, my qualification: That no request for reduced rates 
on grain came from anyone other than governmental agencies 
and I think that the present governor of Kansas and the next 
governor (Reed) come within that category.’ 
_ Mr. Thorne said that if the farmers of the country had any 
idea that the railroads were trying to tell the Commission that 
they had not asked for reductions, the wires and mails would 
be flooded with requests. 

“The farmer acts through his organizations,” said Mr. 
Thorne, He asked Mr. Johnson if he had ever received an ap- 
Dlication from a farmer for a reduction in rates and Mr. Johnson 
said yes, but he could not remember the name of any farmer 
who had made such a request. 

“Do you think the farmers are satisfied with the rates?” 
asked Commissioner Potter. 

_“No, I don’t think any shipper is satisfied with his rates,” 
said the witness. “Complaints, however, do not come in until 
Prices begin falling. The rate then is suspected of having caused 
the trouble.” 

The general summing up for the western district roads was 
made by Mr. Spens, he said, in answer to questions by Com- 
missioner Potter, because he was elected so to do at a confer- 
Spey ee he had come to the city. In his statement, Mr. 

NS said: ' 


“I do not believe the petition in this case would have been 
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filed if there had not been a marked decrease in market prices 
for grain. 

“A reduction in freight rates will not increase these prices. 
If, however, there should be a reduction in the freight rates on 
grain, and the present prices should continue, or should advance, 
then the farmer or producer would undoubtedly benefit to the 
extent of the reduction, less any part of it which might be 
absorbed by the intermediate handler. 

“The present low prices, particularly on the coarse grains, 
are due to the large surplus or excessive supply versus demand, 
that we enjoy, or perhaps I should say, suffer from. It would 
be my judgment, based on experience, that, if the freight rates 
are reduced, the movement of grain will be stimulated, result- 
ing in increasing the present available supply, and if this should 
occur the prices would naturally continue on a downward trend, 
and in that event the producer would reap little, if any, benefit, 
while the transportation act, in so far as the revenues of the 
carriers are concerned, would be nullified to the extent that rates 
might be reduced. 


“It is perhaps true, based on the present market prices for 
grain, particularly coarse grains, that in the judgment of pro- 
ducers the present freight rates constitute a greater cost than 
the value of the service to the shipper, but it does not neces- 
sarily follow that the present rates are not reasonable from a 
transportation standpoint. There was little, if any, complaint 
prior to Ex Parte 74, of the general level of rates on grain, as 
compared with the rates on other commodities. In fact, practi- 
cally all the basic rates on grain had been reviewed by the 
Interstate Commerce Commission and, as under Ex Parte 74 
practically all rates were subjected to a horizontal advance. 
The relationship with other traffic continue to be substantially 
the same today as it was prior to the general advance referred 
to. When prices are high transportation rates are considered 
an incidental expense. When prices go down the same rates 
are charged with throttling industry. 


“As I have stated, however, based on present prices, the 
present rates, particularly for the longer hauls, may represent 
what might appear to be too large a percentage of the value of 
the property, but that the producer would benefit by an attempt 
to reduce this percentage by reducing the freight rate is purely 
speculative; that the carriers would suffer an actual loss to the 
extent of the reduction is positive. The carriers appreciate that 
the agricultural industry is not prosperous today. We also ap- 
preciate that the transportation industry is not prosperous. 
What manufacturing or producing industry is prosperous today? 
We have all been going through, and are still going through, a 
readjustment period and I think it cannot be fairly stated that 
the carriers have not assumed their proportion of the burden 
and of the anxiety. It must be remembered that the carriers 
have not received within 50 per cent of the returns that the 
federal statute, now a year and a half old, proposed that they 
should receive. 


“An inquiry was made yesterday by one of the Commission- 
ers if it was not a fact that the carriers were handling some 
traffic at less than cost and also if it was not a fact that there 
were some hundreds of commodity rates that could properly be 
advanced to offset the loss of revenue that would result if the 
rates on grain were reduced? I know of no traffic that we are 
handling today at less than what I would term the actual phys- 
ical cost, but there undoubtedly are a number of rates that do 
not, from a mathematical standpoint, contribute their proportion 
to the total earnings. As to a number of these, to advance to 
such a proportionate basis would mean to stifle or at least to 
restrict the movement, and every dollar earned on this class 
of traffic, over and above the physical cost of handling, helps 
to make lower rates on other traffic possible. As to advances 
of certain commodity and other rates, it is true that we have 
quite a few intrastate rates that are, in our judgment, still below 
the proper proportionate level; also that there are some inter- 
state commodity rates that we consider might properly be 
advanced. While if these rates, or some of them, could be 
advanced, and the intrastate rates we have in mind could be 
advanced, considerable additional revenues would result to the 
carriers, I do not believe the amount would be commensurate 
with even a slight reduction in the total rates on grain and hay. 

“The total earnings of lines in the Western District, for 
the year 1920, on grain and grain products, amounted to $231,- 
088,045, and on hay $23,874,660, or a total of $254,962,705. As 
already covered by the evidence that has been introduced in this 
case, if the petition of the complainant were granted the reduc- 
tion of revenues to the carriers, it is estimated, would amount 
to $63,740,676, or a reduction of approximately 25 per cent. If 
the rates were reduced 10 per cent, the reduction would amount 
to $25,496,270. 


“T think we are all agreed that no advances are possible on 
the commodities that constitute the big bulk of the tonnage han- 
dled, such as agricultural products, live stock and its products, 
mine products, forest products, building material, agricultural 
implements, iron and steel articles, oil, etc. During the year 


1920 the total tonnage handled by lines in the Western District 
amounted to 662,385,942 tons of revenue freight, of which prod- 
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ucts of agriculture contributed 16.64 per cent, animals and prod- 
ucts thereof 3.4 per cent, products of mines 42.77 per cent, 
products of forests 13.29 per cent. These four groups repre- 
senting 76.1 per cent of the total tonnage. Manufacturers and 
miscellaneous articles contributed 19.97 per cent. Out of this 
19.97 per cent oil, sugar, molasses, iron and steel articles, build- 
ing material, agricultural implements and canned fruit products 
represented 12.39 per cent. The remaining 7.58 per cent of the 
total manufacturers and miscellaneous representing only a total 
of 50,079,980 tons, less carload merchandise contributing but 
3.93 per cent. 

“While, as stated, the net revenues of the carriers have 
fallen far below that contemplated by the transportation act, 
we have not applied to the Commission for any further advance 
in rates, nor has the Commission itself initiated such a pro- 
ceeding. The present economic conditions in this country, with 
the consequential public sentiment, would render such a course 
most undesirable and impolitic. 

“The carriers are not anxious for higher rates, they would 
much prefer to reduce the present figures. We have been living, 
and are still living, in the hope that the volume of tonnage will 
increase, and there now appears to be a silver lining to the 
cloud, but until such time as there is a marked increase in ton- 
nage or the margin between operating revenues and operating 
expenses is broadened, my opinion is that carriers should not 
be asked to reduce their income. 

“In this connection, it should be remembered that the prices 
we receive for our transportation services are largely within 
the control of a federal commission, and the prices we pay, 
the largest item of our operating expenses, are also controlled 
by federal tribunal. In the event the Commission should decide 
that the agricultural industry is in greater distress than the 
transportation industry, and that the already depleted treas- 
ury of the carriers should be further called upon to relieve the 
agricultural industry, and in consequence the Commission should 
order, or suggest, a reduction in current rates, I trust the Com- 
mission will find it possible to confine the reduction to the 
longer hauls where the freight rates represent a substantial 
proportion of the value of the property, and in that event the 
Commission may also find it possible to direct or suggest an 
expiration date for the tariffs.” 


At the afternoon session of August 28 E. W. Soergel, of 
Chicago, assistant general freight agent of the Chicago, Mil- 
waukee and St. Paul, testified that that road during the first 
six months of 1921 had an operating deficit of $2,815,000. If a 
25 per cent reduction in rates were made as asked for by the 
western states he estimated that the Chicago, Milwaukee and 
St. Paul would lose $4,775,000 revenue annually. 


Reductions were opposed by Henry Blakeley, of St. Paul, 
traffic manager of the Northern Pacific Railway Company, who 
estimated that the restoration of the rates on grain and grain 
products in effect prior to the general increase granted one 
year ago would reduce the revenues of that road, approximately 
three million dollars. During the first six months this year, he 
testified that the Northern Pacific had an operating deficit of 
$1,835,000. 


Farmers in the territory of the;Northern Pacific, according 
to J. G. Woodworth, vice-president of that carrier, are in better 
condition than men in any other industry. Wheat is selling for 
fifty cents a bushel more than it was in 1914, which is more 
than enough to cover the added freight rate and the added cost 
of production. Mr. Woodworth took the stand, along with other 
vice-presidents in charge of traffic, to show that the general 
economic condition, especially the decrease in the demand, 
more than the increase in the freight rates, is responsible for 
the distress in which the farmers find themselves. He said no 
reduction in the freight rates would increase the demand. The 
country, he said, is eating less meat, which accounts, in a large 
measure, for the low price of corn. Crops have been large with 
no one to use up the accmululated surplus because Europe can- 
not buy. 

Edward Chambers, vice-president of the Santa Fe, and 
former traffic director of the Railroad Administration, gave a 
similar explanation as to why the price of grain is so low. An- 
swering questions by Commissioners Potter and Lewis, he ex- 
plained why General Order No. 28, which made the first general 
percentage increase, was put out in the form it was. He said 
the Director-General found himself running behind to such an 
extent that something had to be done to obtain money. A 
general increase was the quickest way to obtain the money to 
cover the increased expenses. 

“Can you suggest some way in which the Commission can 
reform Ex Parte No. 74 so as to remove the discriminations and 
other objections that have been urged as having been caused 
by it?” asked Commissioner Potter. 

“TI cannot,” said the man who has had a greater control over 
rates than any other man in or out of the railroad business. 
The question about reforming Ex Parte No. 74 was considerea 
as of more than ordinary significance because much of the com- 
plaint in this case has been founded on allegations of discrimina- 
tion or disadvantage caused by General Order No. 28 and Ex 


Parte No. 74. The latter case continued whatever hardships 
were caused by General Order No. 28. Some suggestions have 
been made by shipnvers and railroads that perhaps the best way 
for the Commission to deal with the general complaints of the 
grain men, the hardwood lumbermen and even the disposed of 
complaint of the live stock men, would be to reopen Ex Parte 14 
The complaints against the present adjustment are becoming 
so general that practically every adjustment covered by Ex Parte 
No. 74 is involved. A reopening of that case would enable the 
Commission to go into the question of railroad expenses, which 
have not been treated.to any extent in this case, other than 
the declaration of all the railroad witnesses that any reduction 
in the rates on grain would result in reductions in the revenue 
of the carriers, because the volume of the grain movement is 
greater now than it was a year ago. 


Commissioner Potter, after F. W. Peck, a witness for the 
petitioners, had made estimates as to the small earnings pe 
hour of farmers at the present prices of grain, caused Mr. M. QO. 
Lorenz to analyze the statistics presented by Mr. Peck. Mr. 
Lorenz is the statistician for the Commission. In a summary 


of his studies, prepared for Commissioner Potter, Mr. Lorenz 
said: 


_ I have read the testimony of Mr. F. W. Peck and have examined 
his exhibits, and in response to your question as to the effect upon 
the Minnesota farmer’s costs of producing grain if he were allowed the 
same earning per hour for labor as is paid to railroad employes, I 
would submit the following results: 

According to our latest wage statistics, the average earning per 
hour of all classes of railroad employes in the first half of this year 
was 69.9 cents. Deducting 12 per cent on account of the recent reduc- 
tions authorized by the Labor Board, the present earning per hour 
may be taken at 61.5 cents. 

According to Mr. Peck’s exhibit, it took one hour of man labor to 
produce a bushel of wheat. The rate paid was 25 cents per hour. To 
have paid 61.5 cents per hour would have increased the cost per bushel 
36.5 cents. The average freight rate paid by Minnesota farmers to 


joan primary markets is not available, but it may be estimated as fol- 
ows: 


A study for April, 1920, indicated that 6,734 carloads of wheat 
destined to Minnesota paid $3.30 per ton. Increasing this 35 per cent, 
the present average freight charge is $4.455 per ton, or 22.27 cents per 
100 Ibs., or 13.36 cents a bushel. To enable the farmer to pay to his 
labor in producing wheat the average railroad worker’s earning per 
hour by a reduction in freight rates would require a canceling of the 
entire freight charge and in addition a bounty from the railroad com- 
pany to the farmer of 23.14 cents a bushel. If time and a half for over- 
time = allowed to the farmer, the bounty would have to be in- 
creased. 


In the case of corn, 26 hours are required to produce 40 bushels, 
or .65 of an hour per bushel. To pay the average railroad wage would 
thus require .65 or 36.5 additional, or 23.72 cents per bushel. The 
average freight rate on corn computed from the same source as above 
is 18.22 cents per 100 lIbs., or 10.93 cents per bushel. In this case the 
bounty would be 12.79 cents per bushel. 

In rebuttal of the testimony of the carriers tending to 
show their poor financial condition, the bad order of their equip- 
ment requiring the expenditure of hundreds of millions to bring 
them up to the standard, the state commission and the farm 
organizations put into the grain rate case, September 1, figures 
along the line that Clifford Thorne has used in many other 
general rate cases. In a general way the figures, which were 
read into the record by Chairman Reed, of the Kansas commis- 
sion, purported to show that nineteen railroads in the western 
district, all of which had said they could not stand any reduc- 
tion in revenues, increased their surplus 1920 over 1919 by 
$200,000,000, including an increase of operating reserves of 
$45,000,000. 


The nineteen roads in question control 68 per cent of the 
mileage in the western district. The increase in the corporate 
surplus amounted to $112,000,000, in round numbers, of which 
the increase on the Santa Fe was $19,059,386. 

“What is the corporate surplus?” asked Commissioner Pot- 
ter, who, having been president of a railroad himself, might be 
expected to know. * “Is it cash or is it rails and ties?” Mr. 
Reed said he was not sure whether it was cash and rails and 
ties or just exactly what the corporate surplus of a railroad 
might be. Mr. Thorne said that the railroads at the end of 1920 
had about $200,000,000 of cash and marketable securities. 

A long wrangle took place when Mr. Thorne asked the wit- 
ness the total of claims filed by railroads against the govern- 
ment. Commissioner Lewis first said that he did not see the 
pertinency of the question but Thorne said the answer went to 
the condition of the railroads which had told the Commission 
they simply could not stand any reduction in their revenues. 
He said he thought the petitioners should be permitted to make 
as complete a showing of their financial condition as possible. 
The figures were finally admitted. 

According to the Reed compilation the roads in the western 
district filed claims under section 209, the guaranty section, 
amounting to $272,111,754. The Commission, up to August 1 or 
August 31, the witness could not say which, although the typed 
memorandum said August 31, issued certificates amounting to 
$135,999,693. 

The claims for all the railroads in the-United States under 
section 209, Mr. Reed said, amount to $823,247,531, of which 
$426,277,763 was certified for payment up to August 1, or August 
31, depending upon which date was really intended by the finance 
division of the Commission when it prepared the memorandum 
from which the witness was reading. The total amount of 
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claims allowed, but not all certified, is $595,936,898, which figure 
includes the $135,999,692, he said. 

The total of claims filed for compensation and under-main- 
tenance for the federal control period, not of course including 
the claims under section 209, Mr. Reed said, is $785,966,673. 
Claims settled under that head, up to August 1, Mr. Reed said, 
amounted to $237,922,608 and the cash payments in final settle- 
ment thereof amounted to $74,233,334. 

Claims, the witness said, were settled on an average of 31.2 
per cent of the amount of the claims. 

The point intended to be made by the use of this mass of 
figures was that when the books for 1920 are finally posted up 
the railroads will make a much better showing than indicated 
py the figures put into the record by the carriers. The point 
with regard to the increase in operating reserves of $45,000,000 
was that that last year was much greater than in any other year 
and was greater than it should be because the railroads, when 
they do spend money to bring up their maintenance to the 
standard, will not have to pay as much for materials as they 
would have paid had they actually spent money in 1920. 

The railroads closed their direct testimony at the afternoon 
session of August 31 with the testimony of A. C. Johnson, vice 
president of the Chicago & North Western, who is such a farmer 
that he feels it necessary to subscribe for and read 32 farm 

apers. 

: “4 Johnson said the existing rates were not responsible 
for the condition of the farmer. The inability of the world to 
absorb the big crops caused the reduction in prices. No reduc- 
tion in rates, he said, would materially benefit the tenant farmer. 
His troubles, Mr. Johnson said, came principally from the high 
rents demanded by the landlords and which the tenants willingly 
agreed to pay while prices for farm products were high. 


EXPORT GRAIN RATES 


The Trafic World Washington Bureau 


New factors of disturbance were thrown into the export grain 
rate situation August 30, when the Illinois Central asked the 
Commission to allow it to make a reduction of 6.5 cents per 100 
pounds, on short notice, on grain from Illinois points for ex- 
port through New Orleans and related ports, and Kelly, for the 
Central Freight Association lines, asked permission to make a 
45 cents reduction in domestic rates. 


To meet the move by the western lines serving Gulf ports, 
Speiden for the southern district lines, August 29, asked per- 
mission to make a 5.5 cent reduction from Ohio River crossings 
to the southern ports. His application asked for the permission 
if and when permission to make a similar reduction was granted 
to the western lines. In other words, the lines from the Ohio 
River south took the position that they would reduce rates only 
if forced by competitors west of the Mississippi. 


The Illinois Central’s application to make a 6.5 cent reduc- 
tion from Illinois points was based on the assumption that that 
amount would place it on an equality with the eastern lines that 
obtained permission to reduce rates 7.5 cents from Chicago and 
Mississippi River crossings and with the western lines that had 
applied for permission to make a 5.5 cent reduction. 

Almost coincidentally with the applications of Kelly and 
the Illinois Central, protests were filed against any reductions to 
the Gulf ports by Chicago and other grain interests in the eastern 
district. They based their objection on what they said was the 
fact that the relationship that had existed for years between 
rates from Kansas City to the Gulf ports and from Kansas City 
-to Atlantic ports was broken by the percentage increases under 
General Order No. 28 and Ex Parte No. 74. 

The protestants argued that they had been under a disad- 
vantage for more than three years and that it was incumbent on 
the Commission to require the western and southern railroads to 
allow reductions to the Atlantic ports that would tend to re- 
Store the old conditions as near as possible. They contended 
that the 7.5 cent reduction would not restore the old condition 
wholly, but that it was a step in the right direction and that 
the Commission should not permit the Gulf lines to neutralize the 
proposed adjustment by making any reductions to the Gulf ports. 
They pointed to the enormous increase in the grain exports 
via the Gulf ports since 1917 as the best evidence to show that 
the adjustment caused by the percentage increases was fully as 
bad as they represented. Their assumption was that the pre- 
war adjustment was the proper one. 

Traffic executives of eastern lines took advantage of the 
fact that traffic executives of the western lines were in Wash- 
ington August 30 attending the hearing in the grain inquiry, to 
make a final effort to persuade the western and southern lines 
to withdraw their applications. The western and southern men 
— the arguments of their eastern colleagues with the asser- 
— that the Canadian lines had not, as asserted by the eastern 
ieee upset the grain rate structure by making “under the 
ee rates when a shipper was ready to forward a large 

onsignment via the all-water or Georgian bay routes. They 
Made the assertion in argument to employes of the Commis- 


“ that the Canadian lines had not made any reductions or even 


Toposed cuts until after the eastern lines had reduced ex-lake 
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rates on wheat five cents per 100 pounds. That five-cent reduc- 
tion was the first American step in the situation which, August 
30, looked bilious to traffic men who believed that any reduction 
in rates on grain and grain products would be merely a reduc- 
tion in revenue. 

On August 30 the thought at the Commission was that the 
5.5 cent reduction from Kansas City would be allowed as a nat- 
ter of course, because it would be a step by the Gulf port lines 
to “split the difference” with the eastern lines, in the effort of 
the latter to recapture some of the business they had had in pre- 
war days. But when the Illinois Central came along with its 
application for a 6.5 cent reduction, and Kelly asked to be 
allowed to make a reduction of 4.5 cents, those who were han- 
dling the routine of the applications wondered what the Com- 
mision would do, especially in view of the fact that the White 
House was in favor of reductions and the fact that the Com- 
mission, thus far, had set its face against moves to break up the 
readjustment in rates made under Ex Parte No. 74, August 26, 
1920. 

Gulf line traffic men were taken by surprise when the IIli- 
nois Central filed its application to make a 6.5 cent reduction, 
because it was a party to the application filed by Boyd for author- 
ity to make a 5.5 cent reduction. 

None of the western men manifested any interest in Kelly’s 
application to reduce the domestic rate 4.5 cents. That reduc- 
tion, so far as they could see, would not have any effect on com- 
petition between ports. : 

All efforts on the part of eastern railroads and grain men 
at Kansas City, Peoria and Chicago to prevent the reduction 
of rates to Gulf ports on export grain came to naught August 
31. Those who had been conducting the negotiations reported 
to the Commission late in the afternoon of that day that the 
negotiations had failed. Thereupon the Commission granted 
the applications of Boyd for the western lines and Speiden for 
the southeastern lines for short-time permission to make a 
maximum reduction of 5.5 cents from the Ohio River crossings, 
Missouri River and Mississippi River points, and intermediate 
territories, and reductions from west of the Missouri River to 
the Gulf ports, graded down from 5.5 cents to one cent. 


At the same time the application of the Illinois Central to 
make a 6.5-cent reduction from Illinois points was granted, with 
a proviso that no reduction in excess of 5.5 cents be made. 

All tariffs carrying the reduced rates are to expire by limita- 
tion on December 31. As a rule, a limitation of that kind does 
not mean much and it is not regarded as signifying anything 
in these tariffs. The thought is that the lower rates will be 
continued indefinitely, if they are not made still lower. 


The grain interests of Kansas City opposed the reduction 
from that territory because the lower rates from that territory 
will send a considerable quantity of grain past Kansas City 
instead of through it. There is no profit in grain of that kind 
for them. Their profits come from grain moving to eastern 
ports. The same is true with regard to grain interests at 
Peoria and Chicago. They, therefore, opposed reductions to 
the Gulf ports because they desired the restoration of the rela- 
tionship, between’ ports, that existed before the increased 
spreads caused by the percentage advances caused the flow of 
grain to the Gulf ports to be largely increased, with a propor- 
tionate decrease to the ‘eastern ports. 


The Commission, through Director Hardie, in announcing 
the grant of short-time permission, said: 


Having received from interested carriers applications for author- 
ity under the sixth section of the Interstate Commerce Act to publish 
reduced rates on grain and grain products for export on less than 
the usual statutory notice of 30 days, the Commission today granted 
authority for a reduction of 5%c per 100 pounds upon 5 days’ notice 
from Missouri River and Mississippi River points; also certain terri- 
tory between the two rivers and in Illinois to gulf ports, Mobile to 
Galveston inclusive, as covered by the pending applications. ; 

Authority was also granted to publish on 5 days’ notice reductions 
ranging from 1c to 5%c per 100 pounds from the territory lying west of 
the Missouri River in Nebraska, Kansas, Colorado and Oklahoma to 
gulf_ports. : a. : 

Numerous protests were received by the Commission against the 
granting on short notice permission to make these reductions, but 
after considering all of the facts and arguments presented in favor of 
and in opposition to the applications the Commission thought it best 
to grant the authority above outlined. The reduced rates are to apply 
during the remainder of the calendar year 1921, and effective Jan. 1, 
1922, the former rates will again become effective unless other adjust- 
ments are made. The granting of the short notice authority does not 
constitute approval of the relative adjustment of rates either as 
between the gulf ports on the one hand and Atlantic ports on the 
other, as to which there is much controversy, or with respect to the 
relative rates from interior western points as compared with Missouri 
River points. 


SHIPPING BOARD REJECTS BIDS 


The Shipping Board has rejected all bids submitted August 
15 on twelve former German vessels but announcement was made 
that negotiations will be entered into with the bidders in an 
effort to sell the ships for cash on the basis of “where is and 
as is.” The board also decided a minimum value should be 
placed on each of the vessels and directed that that be done. 
The rejected bids provided for payments spread over a period 
of years. 





EXPORT IRON AND STEEL RATES 


The Trafic World Washington Bureau 


With a view to putting the iron and steel industry of the 
country in a position to compete for business in foreign markets, 
the Commission, August 25, authorized the railroads east of the 
Mississippi River to re-establish export rates on iron and steel, 
on five days’ notice, something more than twenty per cent less 
than the rates now in effect (see Traffic World, Aug. 27). Ap- 
plications for authority to re-establish export rates lower than 
the domestic rates were filed for the Central Freight Association 
lines by Kelly. The eastern lines filed, each for itself. The 
applications were received and acted on the same day. 

The railroads acted on the representations made to them 
by the iron and steel industry about August 12. They repeated 
to the Commission the arguments made to them by the iron 
and steel industry, chief of which was that the industry is faced 
now by the conditions that confronted it in ante-bellum days; 
that is to say, the Europeaan nations that were devoting all 
their energies to the making of war have taken up their peace- 
time efforts in commercial lines and Americans, to meet them 
in the common foreign markets, must have the benefit of rates 
to the ports lower than those given on domestic business. 

At the time of the conference in New York the railroad 
traffic executives said that, in their opinion, iron and steel were 
not being held up by the freight rates to the ports, but rather 
by the inability of foreign purchasers to finance orders they 
might be inclined to give to American iron and steel mills. 
The traffic men, however, were inclined to try the experiment 
of restoring export rates from twenty to twenty-five per cent 
less than the domestic rates, which now, almost without excep- 
tion, are the full fifth class basis. 

Under the tariffs which will be made effective by Kelly, 
under special permission No. 54463, the rate on manufactured 
iron and steel from Chicago to New York will be 47.5 cents in- 
stead of 63. Under special permission No. 54464, the rate from 
Pittsburgh to New York will be 28.5 cents. The present rate 
applicable on both export and domestic is 38 cents. The pig- 
iron rate from Chicago, now $10.08, will become $7.60; from 
Pittsburgh $4.60 instead of $6.02. 

Export rates on iron and steel were abolished before the 
United States entered the war because Europe was clamoring 
so persistently for iron and steel from American mills that there 
was no commercial necessity for the railroads making any con- 
cession to the sellers. The latter were without competition 
anywhere. All iron and steel was under control of the govern- 
ments at war and the neutrals got only such as the warring 
nations had to give up in exchange for foodstuffs. 

The disappearance of that control and the fact that the na- 
tions that were at war have devoted the output of their steel 
mills to purposes other than war, constituted the chief reasons 
for the restoration of export rates. 

These tariffs, by their terms, will expire September 1, 1922. 
The tariff filing agents made their preparations for the restora- 
tion of export rates with a view to having them become effective 
September 1, 1921, so that the export rates, when filed, will be 
intended to apply for one year at least. The chances, it is 
believed, are that instead of being held,in for only a year, they 
will remain indefinitely and tend to, go lower instead of higher. 


ANALYSIS OF OCEAN FREIGHT RATES 
The Trafic World Washington Bureau 


Analysis of the North Atlantic ocean freight rate situation 
from January, 1920, to July 1, 1921, prepared under the direction 
of H. W. Van Pelt, of the division of analysis and research, was 
published in the August number of the Federal Reserve Bulletin, 
made public by the Federal Reserve Board, August 29. The 
analysis was undertaken to obtain a basis for keeping the esti- 
mates of the shipping earnings of the United States up to date 
and to give a review of the ocean freight market, and at the same 
time, of the condition of the shipping industry, which, as a fac- 
tor in developing American foreign trade, must play a much 
larger part than before the war, accordigg to the bulletin. 


“It is an indication of the status of the shipping industry,” 
it was stated in connection with the publication of a table giving 
index numbers of ocean freight rates, “that the index probably 
will have its widest interest apart from the primary object of 
the board in publishing it. As such a barometer this index is 
alone in the field—nothing of the kind being published in the 
United States, so far at least as has come to the attention of 
the Federal Reserve Board.” 


The rates in effect in January, 1920, which was before any 
large drop from the rates of 1919 had occurred, were used as a 
base with which to compare the average monthly rates of 1920 
and 1921 to date in the index. 


The table referred to, and comment of the board thereon 
follows: 

“The table giving the five European index series, together 
with the all-Europe index, follows: 
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INDEX NUMBERS OF OCEAN FREIGHT RATEs., 
United States Atlantic to— 
Netherlands 


United French and Scandi- Mediter- 





ey Kingdom, Atlantic. Belgium. navia. ranean. Europ! 
A le 100.0 100.0 100.0 100. 
February 86.9 83.3 90.1 91:1 = 
A. ahns-cnssmegic 78.5 78.0 846 06 79.5 tt 
EE Secigicntstonp yuan 87.2 78.9 82.7 72.2 a 
ST Sxdacemeeneiens 85.9 87.3 82.5 75.2 aT: 
BEE wucciscaticced 87.1 89.5 82.1 76.5 904 
nd al 85.6 82.1 82.0 75.3 es 
‘August .......00., 77.9 70.4 82.1 73.2 
September 73.7 66.9 82.1 71.6 16.0 
= gene 68.9 70.9 75.3 69.6» 
November 51.6 59.9 59.6 59.2 gs 
December 38.5 47.0 51.6 49.2 oH 
1921 gs 
January.. 30.2 34.1 42.9 43.2 43. 
February 207 29.2 30.9 43.8 9° 
ger eiaransyy 24.6 28.3 30.8 42.2 354 
SES cision terns 32.6 36.6 29.4 35.7 34') 
 Beereeenenrnn 35.0 38.2 31.3 34.6 401 
SAUER. sleinio eration cite 34.7 38.3 31.3 34.0 376 


“These figures show that, while freight rates all around have 
been reduced enormously in the last year, rates to the United 
Kingdom have fallen the least of any of the groups given in the 
table. The general rally which took place in May and June 
1920, was also particularly noticeable in United Kingdom rates 
These facts reflect the strong position occupied by the North 
Atlantic-United Kingdom conference, which has been able to 
maintain its rates more successfully than some of the others. 
In June, however, this conference cut grain rates by about 30 
per cent, the rate now being 5 shillings per quarter (480 pounds) 
compared with 7 shillings in May. 

“French Atlantic rates have experienced the most drastic 
cut of all. At the low level of March, 1921, rates were about one. 
quarter of those in January of last year. These extreme cuts 
were due largely to the rate war waged for some months be. 
tween French line (Compagnie Générale Transatlantique) and 
the conference lines. The settlement between them is reflected 
in the index by a quick upturn of rates in April of this year, 
Rates in the Netherlands and Belgium trade have also been at: 
fected by the rate war, although the declines have not been quite 
so drastic. 

“The Scandinavian index shows a continuous and progres- 
sive decline to the lowest point of any of the groups in the latest 
months of 1921. The decline was arrested for several months in 
the middle of 1920, but the tendency has been steadily down. 
ward, except for a slight upturn in May, 1921, in sympathy with 
Netherlands and Belgium. 


“Rates to the Mediterranean indicate the disorganized state 
of the conference after the war. Declines have been severe and 
the reductions came earlier in 1920 than in the case of United 
Kingdom rates for instance. It is noteworthy also that the rise 
in April and May of the present year, noticeable in rates in other 
directions, has had no influence in the Mediterranean trade, 
where rates moved in the opposite direction. 


“The composite picture presented by the all-Europe index 
number gives the broad movements of rates as a whole without 
an undue influence from disturbances in a single trade. This 
shows a decline early in 1920, followed by an increase in May 
and June. Thereafter rates fell continuously and at times very 
rapidly until the low point was reached in March of this year. 
In April and May moderate gains are recorded, which have been 
brought about chiefly by the rise in French Atlantic and Nether: 
lands rates. In June, however, the tendency has again beel 
downward and some rates have gone to new levels for the 
period after the war, The most important cut recently has been 
on grain to the United Kingdom, and.on account of the basic 
character of this rate in determining the level of many other 
rates, the results that may be expected to follow are far’ 
reaching.” 


OPPOSES SHIPPING BOARD PLAN 


The Trafic World Washington Bureai 


Charles H. Potter, of New York, president of the United 
States Ship Operators’ Association, in a letter to A. D. Laske!, 
chairman of the Shipping Board, has taken a stand against the 
adoption of a bare-boat charter plan for the operation of the 
board’s vessels, declaring “it is impracticable under present col 
ditions to put into effect such a plan.” 

The ship operators’ association embraces ship operators from 
all parts of the country, and according to a statement issued by 
the association in connection with the letter, are efficient lesse* 
of Shipping Board boats.” 

In an outline of policies and principles advocated by the 
association, the reasons why the bare boat charter plan 15 op 
posed were stated as follows: a 

“Any plan to succeed must afford a reasonable possibility of 
making a profit or at least of coming out whole. Under preseilt 
conditions there is no such possibility. It is, therefore, not rea 
sonable or fair to expect private individuals to assume a certain 
loss. Only irresponsible charterers gambling on future condi: 
tions, and owners who have had an opportunity of retaining 4 
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large reserve built up during prosperous times, could afford at 
present to take ships on a bare boat charter basis.” 

The association advocates “profit sharing” as the basis of any 
plan for permanent adoption. 

“No plan will work under present depressed world conditions 

unless adjusted temporarily to meet such conditions,” it says. 
“Operators must be enabled to earn a reasonable minimum over- 
head.” . 
Private ownership of government tonnage should be estab- 
lished as soon as practicable in accordance with the provisions of 
the Jones act and private ownership must not be a return to the 
“monopolistic control by a few large companies,” the association 
says. Unnecessary trade routes should be eliminated, competi- 
tion on trade routes between government-owned and privately 
owned American ships or between government-owned ships op- 
erated by different companies should be eliminated to prevent 
overberthing, and trade routes must not be destroyed or crippled 
by indiscriminate tying up of ships, it is declared. Pointing out 
that tramp ship service is the backbone of any merchant marine, 
the association says that a fixed number of ships should be dis- 
tributed to each efficient tramp ship operator to be maintained 
while laid up and to be kept ready for improved business 
conditions. 


Mr. Potter said in his letter to Chairman Lasker: 


The recent statements in the press and the testimony given before 
the Senate committee were intended to point out the chaotic condi- 
tions that have exited in the Shipping Board. They have unfortu- 
nately, been largely misconstrued to be an attack upon operators of 
Shipping Board vessels. This culminated in statements made recently 
in the Senate wherein the operators were indiscriminately charac- 
terized as having ‘‘preyed upon the board and the public.”’ 

The United States Ship Operators ‘Association, Inc., has no au- 
thority to speak for the American ship owners who have been operat- 
ing a large part of the government tonnage. But as the representa- 
tive and spokesman of responsible non-owning operators from prac- 
tically every port in the United States, it is compelled to express its 
deep concern over this attack. 

Such publicity, if continued, will undermine the confidence of the 
American people in the ultimate success of the merchant marine, 
and will make your task of reconstruction and permanent achieve- 
ment almost impossible. This country is not willing to scrap the 
millions invested by it citizens in government tonnage. It is not will- 
ing to resume its pitiful pre-war maritime position. It is not willing 
to have its shipping again monopolized by a very few. There must be 
a substantial increase in the number of American concerns owning 
and operating American vessels. 

The honest and efficient operators are potentially the owners of 
the future. If their reputation and standing is destroyed, who is to 
take their place? : 

For this reason we earnestly ask that in the future-a clear dis- 
tinction be made between those operators who have justified the 
allocation of tonnage to them, and any operators who may have been 
found unworthy of the trust. We strongly urge that the latter should 
be prosecuted, so that only the guilty may be made to suffer. 

Faith in tae ultimate oulcome must be built up, if we are to have 
an American merchant marine. There has been too much destructive 
criticism, too little constructive action. 

This association has prepared an outline of principles which it 
considers essential to the solution of our national shipping problems. 


SHIPPING BOARD CUTS EXPENSES 


The Trafic World Washington Bureau 


Announcement was made this week by the Shipping Board 
that notice of dismissal had been served on more than 600 em- 
ployes in the comptroller’s division of the board. It was said 
by officials that the reduction in the board’s forces was a part 


- of the plan adopted by the new board to effect economies. No 


information has been given by board officials as to what steps 
will be taken to make the salaries of the higher officials con- 
form to the provision attached to the appropriation act limiting 
salaries of more than $11,000 to six employes. In the debate 
in the bill it was said that 40 employes of the board received 
$12,000 or more. Most of those getting in excess of $11,000 are 
in the legal department. 


CINCINNATI WANTS MERCHANT MARINE 


The Cincinnati Chamber of Commerce, in a letter to the 
National Merchant Marine Association, has suggested ‘a middle- 
west campaign” in the interest of a “hundred per cent American 
merchant marine along broad and non-sectional lines.” After 
stating that the business men of Cincinnati have been working 
for the establishment of an adequate merchant marine, the letter 
continued as follows: 


We have recently, however, been much surprised and troubled by 
a great amount of publicity which has emanated from Washington, 
tending to undermine public confidence in the Shipping Board and in 
the future of an American merchant marine, and tending to lessen 
the spirit of co-operation between the shippers and the manufacturers 
of the interior and the board. This it seems to us is particularly 
unfortunate, coming as it does just at the time when our world trade 
and our merchant marine require the most substantial backing by 
our government and our people in order to maintain it against foreign 
competition, and in the face of increased activities on the part of 
foreign countries for the stimulating of their foreign trade and their 
own merchant marine. 

We have also been led to believe that the Shipping Board is con- 
templating a policy of laying up ships and of possibly interfering 
with the continuance or establishment of the trade routes provided for 
specifically by the Jones act. This organization has repeatedly gone 
On record in favor of the continuance and establishment of these 
trade routes and would very greatly deprecate any attempt on the 
Part of the Shipping Board to interfere in any way: with them, through 
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forced sales or charters, or to take any other action which would in 
any way interfere with the vigorous consistent administration of the 
Jones merchant marine act. The farmer, the manufacturer and the 


producer of export trade generally should enjoy the benefits of that 
law at once. 


DISPOSITION OF GERMAN SHIPS 


The Trafic World Washington Bureau 


The Shipping Board, according to an announcement made 
by Elmer Schlestinger, chief counsel, September 1, will take 
steps probably next week to sell or charter the nine former 
German vessels turned back to the board by the United States 
Mail Steamship Company as a result of court proceedings. The 
intention of the board is to dispose of the vessels as an entire 
fleet. Pending their sale or charter, the vessels will be operated 
for the board by T. H. Rossbottom, general manager of the 
government-owned Panama Railroad Steamship Line. 


REDUCTIONS, WEST TO SOUTHEAST 
The Trafic’ World Washington Bureau 


The transcontinental carriers, August 25, were authorized on 
five days’ notice, to reduce rates on canned goods, dried fruits, 
barley, and a long list of commodities of that same general char- 
acter, from Pacific and inter-mountain territories, to the south- 
east, to the same level as they reduced rates on the same com- 
modities to transcontinental rate groups A, B, C, and D August 
22. (See Traffic World, Aug. 27, p. 430.) Thereby they stilled 
a clamor in that part of the southeast, which was started the 
minute Countiss published the reductions to the groups men- 
tioned, limited in their application, however, to points in those 
groups north of the Ohio and Potomac rivers. 

Commercial bodies in the southeast protested to the Commis- 
sion against the reductions which were allowed to go into effect 
in the territory north of the Ohio and Potomac rivers and re- 
quested the suspension of the reductions. The Commission, how- 
ever, declined to suspend them. Unofficial assurances had been 
received that perhaps the southeastern carriers would authorize 
Countiss to publish the rates to points on their lines. The 
understanding, not based on anything definite, however, was that 
the southeastern lines had declined to participate in the proposed 
lower rates because they were not satisfied with the divisions pro- 
posed by the transcontinental carriers. 

Whatever the cause for the declination, it was removed on 
August 26 when authority was given to Countiss to file the reduc- 
tions on less than statutory notice. 

Reductions to eastern defined territories were made by Coun- 
tiss, he said, to meet competition to them through the Panama 
Canal. He said the proposition was submitted to the south- 
eastern lines but they declined to join in the reductions. 

In their protests North Carolina interests said the proposi- 
tion to make the rates applicable to the northern part of the four 
transcontinental groups would be a radical departure from a long 
standing adjustment, which, in their opinion, the Commission 
should not permit. North Carolina wholesale grocers, in particu- 
lar, protested because the lower rates would be operative to Vir- 
ginia cities, although, in a physical sense, they are south of the 
Potomac, but for rate-making purposes they are north of that 
stream. They also protested because New Orleans and Gulf ports, 
not to mention Memphis and other Mississippi River crossings, 
could ship into the southeast on a combination less than the pro- 
testants would have to pay in their attempt to compete with 
wholesalers on the borders of the higher-rated southeastern and 
Carolina territories. 

The Commission, however, did not regard their protests as 
of weight enough to deprive the transcontinental roads of an 
opportunity to compete in the northern part of the groups 
affected. Joining in the rates by the southeastern and the Caro- 
lina lines removes that question from the list of grievances of 
Carolina and southeastern shippers. 


TRANSCONTINENTAL REDUCTIONS 


The Transcontinental Freight Bureau’s fourth section appli- 
cation No. 19, filed with the Commission August 29, contains 
63 items covering practically all the reductions in the car load 
rates from eastern defined territory, groups A to J, to Pacific 
coast terminals, contained in an announcement made by the 
western transcontinental carriers about three months ago and 
published in The Traffic World, May 28. The reductions, in 
some instances, are aS much as $2 a hundred pounds, and the 
commodities include some of those which move heaviest be- 
tween these points. The following are typical reductions. 





Present Proposed Originating 

Commodity. rate range. rate. groups. 
oe $1.42 to $1.83% $1.30 A toG 
Carpets, linoleum, etc 1.66% to 1.83% 1.60 A and B 
Cyanamid (in bags) 2.19 to 3.16% 1.05 Ato J 
Drugs and medicines 2.66% to 3.08% 2.50 A toD 
DEY BOGGS . ..ccvedvessac 1.83% to 2.08% 1.80 A toc 
Glass and glassware ... 1.40% to 1.50 1.20 F to J 
Glass and glassware 1.58% to 1.66% 1.30 A to E 
Tron and steel articles........ 1.17% to 2.08% 1.00 to 1.35 A to J 
Billets, blooms and pigs....... 92 to 1.50 .90 D toH 
Billets, blooms and pigs...... 1.58% to 1.83% 1.00 A tC 
pa eer 3.12% to 4.42 3.00 Ato J 
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Other commodities include various kinds of paper, glue, 
inks, and mucilage; rails, fasteners and railway supplies; rubber 


boots and shoes; sewing machines; soaps, washing compounds, . 


caustic soda and soda ash; saleratus, glucose, corn syrup and 
molasses; tacks and shoe nails, and twine and cordage. Crude 
cyanide from Niagara Falls, Ont., is reduced from $3.08% to 
$1.05, and the Commission is especially asked to modify its order 
in docket No. 10902, respecting the relationship between various 
kinds of wire goods, so as to allow a rate of $1 on wire rods 
while maintaining rates of $1.80 on wire fencing and $1.20 on 
wire rope. 

The Pacific ports to which it is proposed to make the rates 
applicable are: East San Pedro, Oakland, Richmond, San Diego, 
San Francisco, San Pedro and Wilmington, California; Astoria 
and Portland, Oregon; Bellingham, Everett, Seattle, South Bel- 
lingham and Tacoma, Washington; New Westminster, Prince 
Rupert, Vancouver and Victoria, B. C. To points intermediate it 
is proposed to apply rates made by adding the rate to the nearest 
terminal to the local rate from the terminal to the destination 
point. The application defines “nearest terminal” as the terminal 
“from which the lowest rate available for use upon interstate 
traffic applies.” 

Although the application bears the date of August 22, it 
was necessary to secure the concurrence of eastern carriers 
and the application was filed with the commission on the date 
mentioned. All the modifications apply to transcontinental 
tariffs No. 1-T and No. 4-Q. 


SUGAR RATE ADJUSTMENT ATTACKED 
The Trafic World Washington Bureau 


Arbuckle Brothers, Federal Sugar Refining Co., Warner 
Sugar Refining Co., and the Revere Sugar Refinery, through 
Wilbur LaRoe, Jr., have prepared for filing a compplaint against 
the Ann Arbor, and all other roads in Official and Southern 
Classification territories, alleging that the adjustment of rates 
and the minima on sugar are unjustly discriminatory against 
the refiners in the eastern part of Official Classification terri- 
tory, and unduly preferential to those in Louisiana and Texas. 
For convenience the complainant refers to the complainants as 
the New York refiners and those which are alleged to be unduly 
preferred as the New Orleans refiners. 

The burden of the complaint is that full fifth class is im- 
posed on sugar from the New York refineries to Chicago, Min- 
neapolis, St. Paul and Duluth markets, which, it is alleged, 
refiners in New York, New Orleans and California are trying 
to reach; that the other refiners, and especially those at New 
Orleans, have the benefit of commodity rates; that the rela- 
tionship of rates that existed prior to General Order 28, under 
which New York and New Orleans reached the Chicago mar- 
kets on identical rates, has been broken to such an extent that 
now New York pays 63 cents while New Orleans pays only 
60; and that New York pays 16.5 cents more to the Twin Cities 
than New Orleans; and finally, that the New Orleans refiners 
have a minimum of 33,000 pounds while the New York refiners 
must ship on a minimum of 60,000. 

The complaint contains a history of the’ relationship that 
prevailed for many years prior to federal control. On that ad- 
justment, the complainants aver the competing groups were able 
to reach for the markets in the great consuming centers in the 
middle west on terms of practical equality. Differences in 
prices resulted, not from inequalities in transportation condi- 
tions, but solely from commercial conditions. 

The complaint sets forth specifically that during the war 
the Food Administration maintained a trade unit of 60,000 
pounds on sugar and the railroad tariffs specifying lower 
minima were in abeyance. When the armistice was signed, 
the complaint says, the 60,000 unit was abolished. Automat- 
ically the minima named in the tariffs were restored. But on 
the last day of federal control the Railroad Administration es- 
tablished a 60,000 minimum to apply to “all points in [linois, 
Wisconsin, upper peninsula of Michigan, Missouri (St. Louis 
and points north of the Missouri river), Iowa, Minnesota and 
also to points in Indiana taking the Chicago basis of rates.” 

At the same time the 60,000 pound minimum was estab- 
lished from New Orleans to about twenty points, as against 
the 400 points to which that minimum applied from the New 
York refineries. After detailing the history of rates and minima, 
Mr. LaRoe, in behalf of his clients, said: 


The result is an adjustment that is unduly preferential to the 
New Orleans refiners and unduly prejudicial to the New York 
refiners, which disadvantage is especially great at a time like 
the present when sugar is bought in small quantities and on a 
hand-to-mouth basis. In other words, under such market con- 
ditions as now prevail, it is a great sdvantage to any group of 
refiners to enjoy lower minimum weights than their competitors. 

There is no transportation condition which justifies, explains 
or warrants the undue prejudice to these complainants and the 
undue preference to the New Orleans refiners growing out of the 
lower minimum weights enjoyed by the latter. 

That the present all-rail rate on sugar from New York to 
Chicago is the full fifth-class rate, although prior to General Order 
No. 28 sugar always moved on commodity rates lower than the 
class rates, and although sugar is, like grain and its products, a 
staple commodity moving in such large volume that it is plainly 
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entitled to commodity rates, and although practicall all s 
moving in the United States, except that moving wuier the md 
oo attackéd, moves under commodity rates lower than the Class 


That the all-rail rates on sugar, in carloads, maintained b 
defendants from New York and points grouped therewith, to’ chi’ 
cago, St. Paul, Minneapolis and Duluth, and points grouped there- 
with, and to the Ohio River crossings from Cincinnati, Ohio, to 
Cairo, both inclusive, to the Missouri River Territory, and to all 
points in Ohio, Indiana, Illinois, Michigan, Wisconsin, Iowa and 
Minnesota, are, have been and will continue to be unjust and un- 
reasonable, in violation of Section 1 of the Interstate Commerce 
Act, and unduly prejudicial to the complainants and unduly pref- 
po ggg 4 Es aaeanauaes competitors in violation of Section 3 of 


_ That the minimum weights on sugar from New York 
points grouped therewith are unjust and unreasonable in vinleee 
of Section 1 of the Interstate Commerce Act; also unduly preju- 
pl et we eee. preferential of complainants’ 

itors located in e ew rlean 2 | i i i 
Section 3 of the said Act. ee a a ae 


That during the period since June 25, 1918, the complai 
have made numerous shipments of sugar under the rates proses: 
to be unlawful herein, and are still making such shipments, and 
have been damaged and will continue to be damaged to the extent 
that such rates are or have been unlawful; and _ reparation is 
asked herein on all shipments moving since March 1, 1920 


LIVE STOCK REDUCTIONS 


The Trafic World Washington Bureay 


Representative Slemp of Virginia and a delegation of his 
constituents, feeders of live stock in southwestern Virginia ap- 
peared before Examiner Pitt August 31 asking for a reduction 
of 25 per cent in the rates on live stock from the southwestern 
Virginia feeding lots to eastern markets. The Virginians tolq 
Mr. Pitt, who was acting for Director Hardie, that they had paid 
12 cents a pound for the steers they have been feeding for a 
year, and now the market was off so far that they were offered 
only 7 cents a pound. Their average rate to the eastern mar- 
kets is about 65 cents per 100 pounds, they said. 

Traffic men representing the Norfolk & Western, and other 
railroads concerned, said they had not heard of any objection 
to the rates until they were asked to appear at the informal 
conference. They said they would take the matter under ad- 
visement. They pointed out, however, that the rates yielded 
the Norfolk & Western only a little more than 16 cents a car- 
mile, while the average on that road last year was 30 cents. 


ROADS CONSIDER LIVE STOCK DECISION 
: A conference of freight traffic officials, representing prac- 
tically all the lines in western territory, was held in Chicago, 
September 2, to determine what attitude will be assumed by 
the carriers with reference to the Commission’s decision in the 
Western Live Stock case. E. B. Boyd, chairman of the Western 
Trunk Line Committee, presided. 


MAURETANIA CONVERTED TO OIL-BURNER 


_The Cunard Line announces the conversion of the Maure- 
tania into an oil-burner at the yards of her builders at New- 
castle, England. The conversion will proceed at the same time 
as the repairs necessitated by the recent fire on board, and the 
Mauretania will re-enter the New York-Cherbourg-Southampton 
service January 14, next. This will make a total of six vessels 
using oil fuel in the combined fleet of the Cunard-Anchor Lines 
with an aggregate total of 137,000 tons. All of the new fleet of 
eighteen vessels ordered since Armistice Day will also be oil 
fueled. As a coal burner the Mauretania holds the record of 
the Atlantic, having made the fastest westward passage in four 
days ten hours and forty-one minutes, and the fastest eastward 
passage in four days thirteén hours and forty-one minutes. Her 
highest days run stands at: 676 knots, and her best average speed 
for one day is 27.04 knots.2;When the Aquitania was recently 


converted to an oil-burner her speed average was materially 
increased. 


BILL TO REGULATE RATE MAKING 


The Trafic World Washington Bureau 


Identical bills, which, if enacted into law, would revolu- 
tionize the present system for making rates, are pending before 
the House and Senate interstate commerce committees. The 
bills provide that the standard of measure of work done by 4 
railroad in the transportation of freight shall be the ton-mile 
and that each carrier shall establish a basic rate per ton-mile 
for the transportation of freight. There would also be estab- 
lished five classes of freight, each class to move on a certain 
multiple of the basic rate per ton mile. Senator King, of Utah, 
introduced the bill (S. 552) first in the Senate, April 12: (See 
Traffic World, April 16, p. 813.) Representative Colton of Utah 
introduced the bill (H. R. 8164) in the House, August 10. It is 
not regarded as likely, however, that the bills will be taken uP 
in committee. 


Cc. C. & C. LOAN 
The Cowlitz, Chehalis & Cascade Railway of Chehalis, Wash., 
has applied to the Commission for a loan of $45,500 to meet 
matured obligations for equipment. 
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COX IN, CLARK OUT 


The Trafic World Washington Bureau 


Frederick I. Cox of East Orange, N. J., took the oath of 
office as a commisioner September 1 in the office of Secretary 
McGinty of the Commission. Chairman Clark retired as a com- 
missioner August 31. Commissioner McChord will act as chair- 
man of the Commission until a successor to Mr. Clark has been 
chosen. 

At the time Chairman Clark retired no arrangement had 
been made by the commissioners to hold a conference to select 
a chairman. Mr. McChord became acting chairman by reason 
of his seniority. It was taken for grantediat the time Mr. Clark 
left office that the rotation rule, which was’ set aside last spring, 
on Commissioner McChord’s motion so, that Mr. Clark would 
remain in office another year, would be brought into operation 
again as soon as the commissioners decided that they wanted 
It was considered no more than 
courteous to Commissioner Cox that the election of a chairman 
should be deferred until the new man came into office. 

The retirement of Commissioner Clark was without incident 
other than the presentation to him, by five former private sec- 
retaries—Attorney-Examiner Charles F. Gerry, G. M. Crosland, 
chief of the tariff section, W. P. Bartel, F. E. Brown and A. A. 
Topping—of a brief case, as a testimonal of their regard for him. 

John E. Benton, general solicitor for the state commissions, 
before the hearing in the grain rate case was resumed Sep- 
tember 1, addressed Commissioners Lewis, Esch, Potter, Mc- 
Chord, Aitchison, Campbell and Cox as follows with respect to 
the resignation of Chairman Clark: 

Chairman Clark was well tried before he came here. Nowhere are 
the qualities of absolute personal integrity, fearlessness, self-reliance, 
intellectual power, alertness, and devotion to the cause in which one 
is enisted, more necessary to continued leadership than in the coun- 
cils of organized labor. He was a leader there for fifteen years. He 
brought those high qualities here, and with an exclusiveness of all 


other interests and an intensiveness rarely equalled, he has devoted 
them to the public service. 

_ It was his good fortune from the first to serve with other men 
likewise deservedly distinguished. I mention only some of those not 
now on the Commission. Charles A. Prouty, a man of rare and bril- 
liant mind; Judson C. Clements, a splendid example of the best type 
of men, from a section which produces great men; James S. Harlan, 
a worthy son of one of our most loved and most honored Supreme 
Court justices; Martin A. Knapp, a great lawyer and an eminent 
jurist; Franklin K. Lane, a man with the fine sensibility of a poet and 
the broad vision and constructive powers of a great statesman. These 
men and their associates, in the constructive period of the history of 
this Commission, made it one of the great agencies of this great gov- 
ernment, and established it in the confidence of the people. In this 
Chairman Clark did his full share. 

The powers of the Commission have now been greatly increased. 
Your responsibilities, and the vital way in which what you do affects 
the national welfare, can with difficulty be comprehended. These 
added responsibilities have been placed upon you because of the con- 
fidence which the public came to have in this Commission, through 
the fifteen years that Chairman Clark has served upon it. The record 
made by him and his associates remains to you as an example and 
an inspiration. ; 

I thank you for permitting this digression. Representing, as I do, 
the state commissioners, it has seemed proper that this day should not 
be permitted to pass without some expression of their sentiments. 
As Chairman Clark returns to private life, he carries with him the 
respect and good-will and good wishes of the state commissioners. 
They have not always agreed with him, esnecially in these latter 
months, but they have always admired him, and liked him; and they 
recognize and pay tribute to the great value of the services he has 
rendered in public and semi-public positions for the past thirty years. 


After having qualified as a member of the Commission. by 
taking the oath of office, Commissioner Cox joined the other 
commissioners named above in listening to testimony in the 
grain rate case. 

Formal announcement was made by Mr. Clark and Mr. 
LaRoe, September 1, that they had formed a partnership under 
the firm name of Clark & LaRoe “forthe handling of matters 


before the agencies of the government; including committees of 
Congress.” ; 


RAILROAD FUNDING BILL 


The Trafic World Washington Bureau 


Failure of the Senate to pass the railroad funding bill before 
taking a recess until the latter part of September will result in 
Director-General Davis continuing to make settlements with rail- 
roads on the same basis that he has settled with a number of 
Toads to date, but no general funding of carriers’ indebtedness 
to the government for additions and betterments will be under- 
taken. ; The Director-General said that was the situation when 
asked in regard to the matter. The difference will be that com- 
paratively few settlements will be made pending final action on 
the bill, instead of many settlements. 


Had the bill passed, the Director-General would have pro- ° 


ceeded to fund the most of the carriers’ indebtedness to the 
sovernment left unfunded. Now, however, in making final. set- 
tlements the government will exercise its right under the trans- 
Portation act to deduct the sums owed for additions and better- 
- The Director-General could fund this indebtedness under 
=~ law if he had the money, which would then be needed to pay 
- — what the government would owe them without making 
ions. 


If the funding bill finally fails of passage—which is a posibil- 
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ity, but not regarded as a probability—the President will have to 
ask Congress for an additional appropriation of several hundred 
millions to meet the government’s obligations to the railroads. 
The Republicans can eventually put the bill through the Senate, 
after Senator LaFollette and the comparatively few senators who 
are expected to join him in fighting the bill have filled the Con- 
gressional Record with a few hundred thousand words, more 
or less. 

Officials of the Railroad Administration branded as untrue 
the following statement, made by former Director-General 
McAdoo in his letter to Senator Stanley, read in the Senate, 
August 24: “But the President proposes a new plan, namely, to 
defer for 10 years at 6 per cent interest the entire $763,000,000 
due by the carriers to the United States and to pay to the car. 
riers in cash $500,000,000 for alleged undermaintenance claims, if 
that be the amount finally determined.” 

McAdoo’s statement that the Railroad Administration would 
pay $500,000,000 in cash for “alleged undermaintenance claims” 
was what raised the ire of officials. Payments to the railroads 
in final settlement, it was pointed out, may include an allowance 
for undermaintenance if there was undermaintenance in the 
opinion of the Director General, but that is only one item in- 
volved in the settlements. ; : 

In a reply to the McAdoo letter, Robert S. Binkerd, assist- 
ant to the chairman of the Association of Railway Executives, 
said: 

So far as I have seen there has been no attempt to juggle figures 
or manipulate accounts and securities or governmental agencies. The 
President has simply proposed that the War Finance Corporation 
should act as a banker for the United States Railroad Administration, 
taking as collateral for loans made to the administration railway se- 
curities which it now has or in the future will receive as a result of 
funding capital expenditures. The War Finance Corporation can raise 
money from the public by the sale of its own bonds without having re- 
course to the United States treasury, and it can at a later date liqui- 
date the railway securities which it has by sale in the open market 
and thus ultimately retire the bonds which it might issue to the public. 

The whole transaction is one common enough in all business and 
consists in making liquid for a current need securities which are not 
due and payable until a later date. 

During the period of federal control the government acted as the 
banker for the railroads. It advanced the money for capital improve- 
ments which would not otherwise have been made unless the rail- 
roads could have sold their securities to the investing public. The 
fact that under still abnormal conditions, for which they are not re- 
sponsible, the railroads cannot now sell such securities to the public 
is no good reason why the goyernment should not continue to act as 
the banker in this transaction if by so doing it can promote the 
rehabilitation of the railroads and an earlier return to more normal 
business conditions generally. 


Section 6 of the federal control act authorized the President of the 
United States to incur on behalf of the railroads indebtedness for con- 


‘ditions and betterments deemed by him necessary. As stated by the 


Director General of Railroads himself: ‘To create without limit an 
indebtedness to be paid by others is, it must be admitted, a most un- 
usual power and justified only by the exigencies of war.” . 

Under this power the United States Railroad Administration did 
spend on capital improvements on the railroads the sum of approxi- 
mately $1,144,000,000. Of this approximately $361,000,000 was for cars 
and locomotives and $763,000,000 for additions and betterments of all 
other kinds. 

On the matter of undermaintenance, judged by the standards es- 
tablished by the railroads themselves during the test period, the gov- 
ernment failed to maintain their roadway and structures adequately 
by over 30,000,000 ties, over 500;000 tons of new rail and over 2,000,000 
tons of crushed rock ballast. On the termination of federal control 
the government also, turned back 26.9 per cent of the locomotives in 
bad order, against 17.5 per cent at the beginning of federal control, 
an excess of over 7,500 locomsétives requiring repairs. Similarly the 
government turned back:6,5 per cent of the freight cars in bad order, 
against 5.2 per cent at the beginning of federal control, making an 
excess of over 30,000 freight cars in need of repair. 

The funding of capital a is the normal and logical way 
to take care of them. Had the railroads not been under federal con- 
trol they could not have made such capital expenditures unless they 
had been able to sell the necessary securities to the public. 

This situation was clearly recognized by the transportation act 
itself, by Section 207 of that act. This section already confers on the 
President the power to adequately protect the government with regard 
‘to the security for such funding. 

Reports that plans were under consideration to modify the 
railroad funding bill, in order to meet objections raised by the 
opponents thereof, were denied by officials August 30. Director 
General Davis, of the Railroad Administration, said there had 
been no change in the plan to put through the legislation in 
its present form. It was regarded as doubtful by officials 
whether such modifications could be made as would make the 
proposed law less “obnoxious” to the LaFollette element. They 
expect passage of the measure substantially as drawn a short 
time after Congress reconvenes on September 21. 

It was learned at the White House, August 30, that the 
President knew of no “alternative” plan. The fact that some 
members of Congress got the impression that the President 
does not have the power now to fund carriers’ indebtedness to 
the government for additions and betterments was deprecated. 
It was pointed out that the President has such power under 
the transportation act. It was said that settlements with the 
railroads were going forward and would as long as the money 
held out, and that some funding was going on. Such funding, 
however, is known to be very limited. It was also made plain 
that under the existing law the President may sell railroad 
securities held by the Railroad Administration as evidence of 
carriers’ indebtedness to the government, but that he preferred 
to have such matters handled by an agency such as the War 
Finance Corporation. 








LOSS AND DAMAGE CLAIMS 


(Kighteenth of a series of articles written for The Traffic World by 
C. H. Dietrich.) 

The receiver of freight, presenting claims on the basis of his 
resale value, defends this action on the ground that, under the 
McCaull-Dinsmore decision, he is entitled to the destination 
value, and has interpreted the destination value, as outlined in 
the decision, to represent any value that may be obtained by 
the sale of the property at destination. 

In order to reach this conclusion it is certainly necessary to 
read into the decision of the Supreme Court something that is 
not stated nor even contemplated, for in the last paragraph of 
the court’s opinion we read: 

We appreciate the convenience of the stipulation in the bill of 
lading (value place and time of shipment) and the arguments urged 
in its favor. We understand that it does not necessarily prevent a 
recovery of the full actual loss, and that if the price of wheat had 
gone down the carrier might have had to pay more under this con- 
tract than by the common law rule. But the question is how the 
contract operates upon this case. In this case it does prevent a 
recovery of the full actual loss, if it is enforced. The rule of the 
common law is not an arbitrary fiat, but an embodiment of the plain 
fact that the actual loss caused by breach of a contract is the loss of 
what the contractee would have had if the contract had been per- 
formed, less the proper deductions which have been made and are 
not in question here. 

From this it is clear to me, at least, that the reason the 
court held that the claimant in this casé was entitled to the 
destination value was because the market on wheat, in this in- 
stance, happened to rise while this particular oar was in transit, 
and, inasmuch as the shipper, under the Cummins amendment, 
was entitled to a recovery of his full actual loss, or, in other 
words, an amount equal to what he would have recovered had 
the car arrived at destination without accident, his claim was 
upheld. 

How, then, can we apply the ruling of the Supreme Court 
in this case, where a car of grain, shipped on consignment and 
subject to the price fluctuation of a grain exchange at destina- 
tion, was involved, to a consignment of groceries, dry goods, or 
other similar merchandise sold before shipment at an invoice 
price that truly represents its value and on which there is no 
particular fluctuation in price, and certainly no such variations 
as we find on live stock and grain and other similar commodi- 
ties traded in on open boards of trade and public markets? And 
if the invoice value on which basis the merchandise was sold 
to the consignee represents its true value at Chicago, if that 
was the point at which it was purchased and from which it was 
shipped, is there any appreciable difference between such value 
as it stands on the shipping platform at Chicago on one day and 
its value as it was unloaded into consignee’s place of business 
two or three days later at some outlying point, save the added 
cost of transportation? And can there be any reasonable argu- 
ment advanced as to why the carrier performing that service, 
and who unavoidably destroys a part of the shipment en route, 
should be required to pay in settlement on any other basis than 
on that established by the sale from the shipper to the con- 
signee? 

If we are to recognize a value on such a .consignment as 
may’ accrue to it in connection with its resale after having been 
handled through consignee’s place of business, broken up into 
smaller units, involving all overhead expense incidental to such 
handling, together with added profits, etc., which, in almost every 
instance, would necessitate presuming that immediate sale was 
to be made on basis of current price lists in effect at that time, 
overlooking entirely the fact that in many cases such articles 
are carried for months and months on the shelves and perhaps 
sold at an actual loss rather than a profit, then we must, it seems 
to me, in all fairness, give the manufacturer, receiving shipments 
of raw products, the same consideration; and on a carload of 
lumber worth perhaps thirty to sixty dollars a thousand feet, 
consigned to a manufacturer of high grade furniture, we would 
have the ridiculous proposition of adjusting a claim on the basis 
of the value of this lumber after being turned into dressers, beds, 
and similar articles at an advanced value of possibly from five 
hundred to seven hundred per cent. 


In other words, if the retailer or the wholesaler is per- 
mitted to price his inbound shipments at what he expects event- 
ually to dispose of them for, then the manufacturer has the same 
right, it would appear, to price his inbound material on the basis 
of his sale values after having manufactured the product. For 
the manufacturer’s cost of turning rough lumber into polished 
furniture is about as consistent an item to charge against the 
carrier as the retailer’s cost in handling his business in connec- 
tion with an inbound shipment of merchandise on which he finds 
it necessary to file a claim. 

The entire question of what is the proper basis to apply 
cannot be divorced from the question of what is the claimant’s 
actual loss or damage; whether the value is established at point 
of origin or at point of destination is immaterial. The value of 
the property as it stands while in course of its transportation 
from point of origin to destination is the controlling factor, and 
certainly this prohibits looking beyond the point of destination, 
as set forth in the contract or bill of lading, and applying some 
prospective value that may attach to the property after it has 
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been rehandled, reconditioned, resold, or manufactured subse- 
quent to its delivery to the consignee by the carrier. 

From these remarks concerning the invoice price repre- 
senting the value of a shipment to the consignee, I would not 
be understood as contending that an invoice price in all cases 
truly represents the value of a shipment. There are many in- 
stances where merchandise is purchased months before it is 
shipped. In such cases values frequently rise or fall before the 
property is turned over to the carrier for transportation, and it 
is readily conceded that where such a condition prevails the 
actual value at the time the shipment is handled by the carrier 
is the value that represents the carrier’s liability. 

Another class of claims on which the proper basis for set- 
tlement is many times misunderstood, is that involving a dam- 
age that necessitates repairs being made. This may involve 
shipments of machinery, new furniture, stoves, radiators, auto- 
mobiles, sash and doors, etc., and there is a disposition, espe- 
cially on the part of individuals not familiar with the customary 
procedure in cases of this kind, to refuse such damaged prop- 
erty and immediately order a duplicate shipment. There are, 
of course, cases where property is damaged to such an extent 
that repairing is practically impossible, but in the great major- 
ity of cases repairs can be made at a small fraction of the cost 
of the entire article, and there is no justification for a consignee 
refusing a shipment which is not practically destroyed but which 
can be repaired. The measure of his loss or damage is his actual 
expense incurred in placing the property in the same good condi- 
tion as when shipped. We frequently find a refusal on the part 
of many receivers of freight that they are limited in their recov- 
ery to the list of price of a broken part, plus the postage or 
express charges from the factory to destination, which neces- 
sarily involves a considerable delay, and this is the controlling 
feature in many instances of their refusal. 

It is true that where the missing or broken parts can be 
obtained without undue delay, it is ordinarily much less expen- 
sive and more satisfactory to make repairs in this manner; but 
where the shipment is of a seasonable nature and a delay in 
obtaining necessary parts is unavoidable, then the expense of 
having such parts replaced at destination or repairs made, even 
though the expense is considerably greater than would be in- 
curred through obtaining additional parts, such additional ex- 
pense is justified and seldom, if ever, questioned in the settle- 
ment of the claim. I have in mind, particularly, extra parts of 
machinery that are needed in harvesting, thrashing, or some 
similar seasonable trade, which, if obtained from the factory or 
the supply house, would cost but a few cents. They can, how- 
ever, be forged at a blacksmith shop or local foundry and put 
to immediate use at an expense several times as great as the 
extra part could be purchased for at the factory. In cases of 
this kind there is no objection to using the most practical means 
of making the repairs and getting the machine into operation. 

The same principle is involved in connection with food 
stuffs or wearing apparel, oils, paint, tobacco, and cigars that 
reach destination slightly damaged. The rejection or refusal of 
a shipment of this kind, on account of a slight damage, is not 
justified nor reasonable. The consignee is invariably in better 
position to handle a shipment of this kind, even though damaged, 
than the carrier. In many cases it is simply a matter of cutting 
out a small portion of the contents of the damaged package, 
and the net loss involved, in most cases, where consignee ac- 
cepts the shipment and either reconditions it or cuts out 
the damaged portion, is slight, indeed, when compared with the 
loss that accrues by reason of rejecting the entire package or 
shipment and throwing it back on carriers’ hands for disposal, 
and presenting claim for full value of the rejected goods. 

This is a factor of our claim work that has grown to enor- 
mous proportions in the last few years, and there is no ques- 
tion in the mind of anyone who is familiar with the matter, but 
that an enormous saving to all concerned can be made if the 
consignees generally will accept shipments that are slightly 
damaged and make an honest and effective effort toward min- 
imizing the damage. This, in reality, is an obligation imposed 
upon them by law. 

Still another basis that is far from being agreed to by all 
parties interested is the correct basis on which claims for dam- 
age, especially, may be filed in connection with shipments for- 
warded at a declared valuation for the purpose of obtaining a 
lower rate. This comes up especially in connection with ship- 
ments of rugs, which are forwarded at a declared valuation 
considerably less than their real value. Where such shipment 
is damaged by hook holes or.chaffing, or by oil or acid in transit, 
the consignee is naturally restricted to an amount represented 
by his declared valuation if the property is destroyed, or if it 
is refused by consignee on account of its damaged condition; 
but where the consignee accepts the shipment and disposes of 
it at a loss and then files his claim for the difference between 
the actual value and the price he sells it for in its damaged 
condition, he is in reality using a basis not contemplated in the 
contract or bill of lading, which is drawn on a declared value 
less than actual. eae: 

The rule applied by many freight claim offices in cases such 
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as this, is about as follows: On a rug invoiced at one hundred 
dollars, but shipped on a declared valuation of fifty dollars, a 
gale is made in its damaged condition by consignee for seventy- 
five dollars, making an actual loss to the consignees of twenty- 
five dollars, or a damage of twenty-five per cent. Applying this 
twenty-five per cent damage to the declared valuation of fifty 
dollars would get an amount of twelve dollars: and fifty cents, 
and on its face this rule would seem to be fair enough. Cer- 
tainly, where a shipper elects to take advantage of a low rate 
py making a declaration of value much less than the actual 
value of his property, and by reason of which the carrier re- 
ceives compensation much lower than if the shipment had moved 
on the basis of its true value, there should be some corresponding 
penefit in connection with a claim for damage, for there is no 
disputing the fact that the hazard of handling shipments and 
their value is a factor taken into consideration in rate making. 
Furthermore, it seems to me, there would be discrimination if 
a shipment, moving on a declared valuation less than its actual 
yalue, and receiving thereby a lower rate and damaged in tran- 
sit, was treated on the same basis as a similar shipment on 
which the actual value was declared and on which a propor- 
tioately higher rate was assessed. 








s a 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
ed. by Wi 6 .Co., St. Paul, Minn. 
ore oe tae as oe 
‘ « 





Plea of Privilege Prima Facie Evidence of Facts Alleged: 
(Court of Civil Appeals of Texas, Amarillo.) A plea of 
privilege is prima facie evidence of the facts alleged therein.— 
Payne, Agent, vs. Coleman, 232 S. W. Rept. 537. 
Venue of Suits Against Federal Agent Same as Against Carrier: 
The venue of suits against the federal agent on causes of 
action arising out of the operation of any particular railroad 
by the government is that fixed by law for the prosecution of 
such suits on such causes of action as if they had arisen against 
such carrier, under federal transportation act 1920, p. 206.—Ibid. 


Railroad Held Not to Have “Transported” Shipment so as to 
Permit Venue to Be Laid in County Over Objection of 
Other Carriers: 


Where shipment was made from a point on a certain rail- 
road and through bill of lading issued in the name of such line 
for transportation over several other lines, the last of which 
extended into the county where suit was brought, held, that 
court erred in not sustaining a plea of privilege filed by the 
railroads not running through such county nor having agents 
or representatives therein, where the shipment in question had 
been taken by a sheriff before it had ever been delivered to 
the terminal carrier, the shipment not being “transported” by 
such last carrier within the meaning of Rev. -St. art. 1830, p. 25. 
—Ibid. 

Petition Must Allege Transportation by Terminal Carrier Under 
Statute Permitting Suit in County in Which Last Carrier 
Might Be Sued: 

Where shipment originated on one line, and through bill 
of lading was issued over several other lines, a petition against 
all of the railroads to recover for loss of the goods, brought 
in the county to which the last railroad alone ran, and which 
alone had representatives or agents therein, must allege “trans- 
portation” by such last railroad in order’ to bring the case within 
Rev. St. art. 1830, p. 25, which would permit the other roads 
to be sued with the last road at a place where they were not 
otherwise suable.—Ibid. 

Plea of Privilege Must Aver Allegations Conferring Venue Are 
Fraudulent: 

If allegations are made which, if true, confer venue on all 
defendants, it is necessary for a plea of privilege to aver that 
these allegations are fraudulently made.—Ibid. 

Allegations Conferring Venue Fraudulent if Facts Were Known 
Which Would Defeat Venue: 

If plaintiff, knowing facts which would in law defeat venue 
M county in which action was brought, makes allegations which 
Would confer venue in such county, such allegations are in law 
fraudulent.—Ibid. 

amages for Failure to Deliver Message Announcing Illness of 

Wife Too Speculative and Remote: 

(Supreme Court of Texas.) Where plaintiff’s wife and step- 

shter went away for the summer, and the wife developed 

lood Poisoning, necessitating an operation from which she died, 
and defendant telegraph company did not deliver. to plaintiff 
hennases from his stepdaughter announcing the condition of 
nd mother and requesting money and that plaintiff come at 

: ce, the suspense and fear of plaintiff after receiving a wire 

eins his wife’s death was reflex suffering in anticipation 

the suffering of the wife and daughter too remote and specu- 


dau 
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lative to support actionable damage therefor, as was a delay 
of 12 hours in preparation of the body of plaintiff’s wife for 
burial claimed to have been caused by the delay in communi- 
cating with him.—Western Union Telegraph Co. vs. Waller, 232 
S. W. Rept. 487. 

CARRIAGE OF LIVE STOCK 


Duty of Caretakers to Care for Stock at Feed Stations: 

(Circuit Court of Appeals, Eighth Circuit.) Under the pro- 
vision of twenty-eight hour law, p. 2 (Comp. St., p. 8652), that 
“animals so unloaded shall be properly fed and watered during 
such rest either by the owner or person having the custody 
thereof, or, in case of his default in so doing, then by the 
railroad * * * at the reasonable expense of the owner or 
person in custody thereof,’ where the carrier furnished free 
transportation to caretakers for a shipment of stock, as per- 
mitted by law, it is primarily their duty as matter of law to 
unload, care for, and reload the stock at rest stations, and the 
refusal of the caretakers to perform such duty or to assist 
therein is matter of defense in an action against the carrier 
for loss of stock alleged to have been due to the improper and 
unskillful manner in which the stock was handled and reloaded 
by its employes, especially where the bills of lading expressly 
provided that it should not be liable for any loss, damage or 
delay due to the act or default of the shipper or his agents.— 
Atchison, T. & S. F. Ry. Co. vs. Merchants’ Live Stock Co., 273 
Federal Rept. 130. 

On an issue as to liability of a railroad company for loss 
and damage to stock in shipment, alleged to have been due to 
improper handling and delay in the transportation, evidence that 
another shipment a month later went through in two days’ less 
time and with much smaller loss, without showing the com- 
parative condition of the cattle, the conditions under which the 
shipments were made, or whether the time made was usual or 
unusual, held incompetent, as introducing collateral and irrele- 
vant issues.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Mim. 
Copyright by West Publishing Co.) 





Breach of Bunkering Provision by Owner Does Not Entitle 

Charterer to Cancel: 

(District Court, D., Maryland.) Under the rule that when 
mutual covenants go only to a party, where the breach may be 
‘paid for in damages, they cannot be pleaded as a condition 
precedent, the breach by an owner of a provision in a charter 
party for the transportation of a cargo of coal giving the char- 
terer the right to bunker the vessel does not authorize the char- 
terer to cancel the charter party, but merely entitles it to re- 
cover damages for the breach of that provision.—Trafikatiedola- 
get Grangesberg Oxelosand vs. Ainesworth Coal & Iron Co., 273 
Fed. Rept. 215. 


Charterer Can Recover for Breach of Bunkering Clause Loss on 
Coal and Expenses of Preparing It for Ship: 

A charterer can recover from the vessel owner, as damages 
for breach of the clause in the charter party giving the charterer 
the right to bunker the vessel, not only the difference between 
the market price of the coal which the vessel would necessarily 
have had to put in her bunkers for the voyage and the market 
price at time of resale of such coal, but also any expenses in 
preparing the coal for delivery to the ship which.would not 
add to its market value on resale.—Ibid. 

Evidence Held Not to Show Breach by Owner of Bunkering 
Agreement: 

On a libel for cancellation of a charter party, in which the 
charterer filed a cross-libel for breach of the bunkering clause 
by the owner, evidence of written communications and telephone 
conversations between the agents of the parties held to show 
that, after the vessel had been bunkered through a misunder- 
standing of the charter provisions, the owner offered to purchase 
the bunker coal from the charterer or to discharge that in the 
vessel’s bunkers, and to take on that of the charterer before the 
time for cancellation of the charter party, so that there was no 
breach of the bunkering agreement.—Ibid. 

Government Restrictions on Transportation of Coal for Export 
Held Not to Excuse Charterer’s Failure to Furnish Cargo: 
(District Court, D, Maryland.) An order of the Interstate 

Commerce Commission forbidding transportation of coal for ex- 

port without a special permit, made for the purpose of insuring 

a sufficient supply for New England, which cut down the quan- 

tity of coal for export by only one-eighth and did not prevent 

substantially the normal number of vessels from being loaded, 
does not excuse the charterer’s failure to furnish the cargo, 
which was due rather to the unprecedented demand for export 
coal which caused the Commission’s order, and which did not 
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prevent other shippers, who had no permit for transportation, 

trom purchasing coal for their cargoes at the port.—Hellenic 

Transport S. S. Co. vs. Archibald McNeil & Sons Co., Inc., 273 

Fed. Rept. 290. 

Government Prohibition Excuses Charterer, Though He Could 
Not Have Furnished Cargo Anyway: 

The prohibition of the export of coal by the government 
excuses, under the restraint of princes clause, the failure of a 
charterer to furnish the cargo as required by the charterer, even 
though the charterer would have been unable to furnish the 
cargo in absence of such prohibition.—Ibid. 

Charter Held to Impose on Charterer Risk of Delay in Getting 
Ship to Berth: 

A provision in the charter party that the time for loading 
was to count from the master’s notice of readiness to load, 
whether the steamer was in berth or not, imposes on the char- 
terer, not on the owner, the risk of delays in getting a berth.— 
Ibid. 

Interlineation in Printed Charter Party Prevails Over Incon- 
sistent Printed Provision: 

A typewritten interlineation in the charter party must be 
given its natural meaning, even though such a construction may 
limit the terms of some of the printed clauses or be inconsistent 
with them, since the minds of the parties were specially directed 
to the matter with which the interlineation dealt.—Ibid. 
Contingency Provided Against by Charter Must Render Perform- 

ance Practically Impossible: 

In order that the contingencies specified against in the char- 
ter party shall constitute a good defense to a libel for the char- 
terer’s failure to furnish the cargo, the charterer’s performance 
must have been thereby rendered in a practical sense impos- 
sible, illegal or dangerous, it being insufficient that the happen- 
ing of one of them adds materially to the difficulties and em- 
barrassment of the charterer.—lIbid. 

Restraint of Princes, Excusing Charterer, Must Be Proximate 
Cause of Failure: 

While the restraint of princes, which will excuse the char- 
terer’s failure to furnish a cargo within the terms of the charter 
party, need not have been directed against the ship or the goods, 
but may have had other objects, it must have been the proxi- 
mate cause of the failure, as distinguished from the remote 
cause, and if by itself it could not have prevented performance 
it will not excuse non-performance merely because, in combina- 
tion with non-excepted causes, it did so—lIbid. 

Restraint in Getting Cargo to Ship Excuses Failure Only if It 
Was Unobtainable from Another Source: 

The restraint of princes clause in a charter party will not 
excuse the charterer’s failure to furnish a eargo, where the 
restraint imposed was on the transportation of the cargo for 
the ship from the source at which the charterer had planned 
to obtain it, unless that source was, by the terms of the charter 
or in the contemplation of the parties at the time it was made, 
or by the well-established course of trade, the oniy source from 
which the charterer could have been expected to get the cargo.— 
Ibid. 

Party Seekigg to Weaken Binding Effect of Charter Has Heavy 
Burden of Proof: 

It is no light matter to weaken the bifiding force of mer- 
cantile contracts, and the burden is heavily on him who asks 
that it be done.—Ibid. 

Order Restricting Transportation of Cargo to Port Does Not 
Excuse Failure to Transport Before It Became Effective: 
(District Court, D, Maryland.) Where the chartered ship 

reported herself to load on June 14, and the loading should 

have been completed under the charter by June 22, the char- 
terer is not excused for his failure to furnish a cargo for the 
ship by an order of the Interstate Commerce Commission re- 
stricting transportation of coal for export, which did not be- 
come effective until June 24, and did net then apply to coal on 
cars before that date—Western Counties Shipping Co., Ltd., vs. 


Archibald McNeil & Sons Co., Inc. (273 Fed. Rept. 298). 
Interlined Provision Held to Make Charter Binding, Notwith- 
standing Refusal to Permit Transportation to Port: 

An interlined provision in a charter party providing that 
it was effective, whether permit for cargo granted or not granted, 
prevents the charterer from defending against liability for fail- 
ure to furnish the cargo as agreed, on the ground that an order 
of the Interstate Commerce Commission restricting transporta- 
tion of coal to the port for export was a restraint of princes, 
within an exception in the charter party.—Ibid. 

Charterer Bound Regardless of Export Permit Is Liable for 

Failure Caused by Refusal of Permit to Transport: 


(District Court, D, Maryland.) Where an interlineation in 
the charter party expressly bound the charterer to load the ship 
at the time specified, whether it had government exporter’s 
license or not, the charterer is liable for the damages resulting 
from the failure to furnish the cargo, though such failure was 
caused by an order of the Interstate Commerce Commission 
restricting the transportation of coal by rail to the port—Com- 
pagne Navigazione Sota Y Agnar vs. Diamond Fuel Co., Inc., 
273 Fed. Rept. 299. 
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Order Giving Priority to Other Shipments for First 30 Per Cent 
of Coal Delivered Does Not Excuse Charterer: 

(District Court, D, Maryland.) A charterer is not excused 
for failure to furnish a cargo of coal as required by the charter 
party, by an order of the Interstate Commerce Commission giv- 
ing priority to domestic shipments of coal in stated quantities 
which left 70 per cent of the coal arriving at the port of loading 
free for export.—Canute S. S. Co., Ltd., vs. Diamond Fuel (Co. 
Inc., 273 Fed. Rept. 301. ; 
Railroad Strike, Which Only Partially Interrupted Transporta. 

tion, Held Not to Excuse Charterer’s Delay in Furnishing 

Cargo: 

(District Court, D, Maryland.) A charter of a vessel to 
carry a cargo of coal, who was excused by the charter party 
from Demurrage for delay occasioned by strikes, is liable for 
delay in furnishing the cargo for the vessel, notwithstanding a 
strike on the railroads which were to transport the coal, where 
that strike was only partial, and did not prevent the railroads 
from hauling more coal to the port than had ever been done 
before, so that the delay was caused by the unusual conditions 
in the coal industry, which were known to both parties at the 
time the charter party was made.—Romney S. S. Co., Ltd., vs. 
Archibald McNeil & Sons Co., Inc., 273 Fed. Rept. 287. 
Shipper Held Not to Have Established Damage Caused by De. 

Fendant’s Refusal to Furnish Ships Under Agreement. 

(Circuit Court of Appeals, Second Circuit.) In a suit for 
breach of contract to furnish ships to transport plaintiff’s coal 
into Mexico, plaintiffs proved no legally recoverable damages, 
where they did not show that they had bought any coal for 
shipment into Mexico, or had sold coal there for importation 
from the United States, and, even if they had coal to ship, they 
were bound to get other tonnage, and could recover of the ship- 
owner only the difference between the contract price and the 
price they had paid.—Grimwood et al. vs. Munson §. S. Line, 273 
Fed. Rept. 166. 

Contract to Furnish Ship for Transporting Coal Held Not a 

Requirement Contract: 

A contract whereby shippers agreed to send all their coal 
to Mexico by defendant’s ships, but did not bind themselves to 
ship any coal at all, and their shipments were so variable that 
no reasonable estimate of their tonnage requirements could be 
made, does not fall within the exception of the general rule 
that executory agreements must be for ascertained quantities, 
which applies in case of established business whose future 
requirements may be reasonably estimated.—Ibid. 

Shipowner Cannot Attack Contract After Assigning Another 

Reason for Non-performance: 

A steamship company, which gave as the reason for refusing 
to furnish ships for transportation of coal to Mexico the un- 
settled conditions in Mexico, cannot, after suit for breach of 
contract is brought against it, defend on the ground that the 
contract was not a requirement contract, but a wish, will or 
want, contract, and therefore void.—Ibid. 

Previous Breach by Shipper Is Waived by Assignment of An- 
other Reason for Refusal to Furnish Ships: 

A previous breach by shipper of a contract to ship all its 
coal to Mexico by defendant’s steamers is waived, where de- 
fendant assigned as its sole reason for refusing to supply ships 
to the shipper the unsettled conditions in Mexico.—Ibid. 
—— ba Ship Any Coal Is Not Breach of Requirement Conr- 

ract: 

A contract to ship all the coal required in plaintiff’s business 
by defendant’s vessels is not breached by the failure to ship 
any coal, if no shipments were needed in plaintiff’s business 
and none were shipped through other parties.—Ibid. 


LIABILITY OF COMMON CARRIERS 


“Limitation of Common Carrier’s Liability” is the title of a 
new work just published by the Traffic Law Service Corporation 
of Chicago. It treats of the laws governing the settlement of 
claims against common carriers for loss, damage, injury and de- 
lay to property transported in interstate and foreign commerce. 
It covers all questions involving claims between shippers and 
carriers, including the status of carriers’ liability and the valid- 
ity of limited-liability clauses in bills of lading under section 20 
of the interstate commerce act, as developed by the Carmack 
amendment and the Cummins amendments. 


“The purpose of the work,” says the preface, “is to state 
the present law governing every proposition involving carriet’s 
liability in interstate and foreign commerce in a manner that 
is readily understandable in its application to every-day prob- 
lems. Toward the accomplishment of this object great care has 
been exercised in the production of a comprehensive analysis, 
a lucid and authoritative subject-matter, with copious notes 
and complete citation of cases, a detailed index, and a complete 
table of cases. 

“In the production of the manuscript, the most extensive 
and profound research work was necessitated by reason of the 
great conflict of law encountered not only as between the state 
and federal courts, but between the lower federal courts them- 








Sel 


sel\ 
pas 


firs 


tod 








0. 10 





Cent 


cused 
larter 
1 giv- 
tities, 
ading 
1 Co., 


Porta- 
Shing 


el to 
party 
le for 
ling a 
where 
roads 
done 
itions 
ut the 
d., Vs. 


y De- 
ic 

‘it for 
Ss coal 
nages, 
al for 
‘tation 
, they 
» ship- 
id the 
le, 273 


Not a 


r coal 
ves to 
e that 
uld be 
1 rule 
itities, 
future 


nother 


fusing 
he un- 
ach of 
iat the 
will or 


of An- 


all its 
sre de- 
7 ships 


it Con- 


isiness 
o ship 
usiness 


S 

le of a 
oration 
1ent of 
and de- 
merce. 
rs and 
e valid- 
tion 20 
armack 


o state 
arrier’s 
er that 
y prob- 
are has 
nalysis, 
; notes 
ymplete 


‘tensive 
. of the 
1e state 
s them- 








September 3, 1921 


selves. Added to this difficulty is the fact that the subject has 
passed through an evolutionary period extending from the pas- 
sage of the Carmack amendment, June 29, 1906, through the 
first Cummins amendment of March 4, 1915, and the second 
Cummins amendment of August 9, 1916; with the result that 
today there is little substantial difference between the liability 
of the carrier for loss, damage and injury to property trans- 
ported in interstate and foreign commerce, imposed by the 
common law, aS administered in the United States courts, and 
that imposed by statute. 

“The common-law rule that the carrier cannot be required 
to transport goods to a point beyond its own line has been en- 
tirely abrogated by the Carmack amendment to section 20 of the 
interstate commerce act so far as shipments subject to that ‘ct 
are concerned. The Carmack amendment created only one new 
liability—that of the initial carrier for loss or damage caused 
by a connecting carrier. 

“The clause in the Carmack amendment making the initial 
carrier liable for loss or damage to goods on its own line or 
the lines of connecting carriers, is declaratory of the common 
law; the clause forbidding it by receipt, contract, rule, or regula- 
tion to exempt itself from the liability imposed is in derogation 
of the common law. This amendment imposes the ordinary 
‘common-law liability’ and denies the common-law right to con- 
tract for special exemptions therefrom, and the word ‘caused’ 
implies not only the act of misconduct and deeds of commission, 
but also passive neglect, deeds of omission and failure to exer- 
cise duties faithfully. 

“As interpreted by the United States Supreme Court, a lia- 
bility for some default in its common-law duty as a common 
carrier, and not liability as an absolute insurer, is what is im- 
posed by the Carmack amendment, making the initial carrier 
liable to the holder of the bill of lading for ‘any loss, damage 
or injury to such property caused by it’ or by any connecting 
carrier to whom the property may be delivered. 

“Prior to the enactment of the Carmack amendment of 
June 29, 1906, the entire subject of carrier’s liability was gov- 
erned by the statutes of the several states, and the common 
law as administered in the state courts, which necessarily 
varied in accordance with the laws of the several sovereign 
states. The United States Supreme Court has held that the 
intent of Congress to take possession of the subject of the lia- 
bility of the carrier under contracts for interstate shipment, and 
to supersede all state regulations with respect to that subject, so 
clearly appears from the Carmack amendment as to invalidate, 
as applied to interstate shipments, the provisions of any state 
law nullifying a contract limiting the liability of the carrier for 
loss or damage to the agreed or declared value; that the pro- 
visions of the Carmack amendment relating to the limitation 

of liability manifests the purpose of Congress to bring contracts 
for interstate shipments under one uniform rule of law, and, 
therefore, withdraws them from the influence of state regula- 
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DON’T ROCK THE BOAT — 


Editor The Traffic World: 

_ The severe criticism of the Interstate Commerce Commis- 
sion, indulged in by people whose chief object is a general re- 
duction in freight and express rates, just at this time is ill- 
timed and ill-advised. ! 

Transportation business, the same.as every other business, 
all over the country is in an abnormal state. 

_ The Interstate Commerce Commission is capable of adjust- 
ing rates when the circumstances and conditions surrounding 
the rate warrants a change, and this it is doing daily. 

Let everybody keep calm and level-headed and do the best 
under the conditions and after a while we will get back to nor- 
mal conditions. Don’t rock the boat! 

Herman J. Miller. 
Supervisor, American Railway Express Co. 
Boston, Mass., Aug. 24, 1921. 


TIME TO REDUCE FREIGHT RATES 


Editor The Traffic World: 

_ We read many articles on “What is the matter with tlie 
Tailroads,” but few offer any remedy or “the way out.” 

Railroad business is the selling of a perishable commodity 

at cannot be stored but must be used at once. 


It has been 
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tion; that the federal power under section 20 of the act is ex- 
clusive and supreme and supersedes all state regulations upon 
the same subject. 


“Therefore, inasmuch as every case involving the loss, dam- 
age, or injury to property transported in interstate and foreign 
commerce arises under section 20 of the interstate commerce 
act and presents a federal question, the decisions of state courts 
no longer possess controlling efficacy and the law on the subject 
is to be found in the decisions of the United States Supreme 
Court administering the common law on the subject as modified 
by the statute in question. As stated by the United States 
Supreme Court, ‘the rule of the common law is not an arbitrary 
fiat, but an embodiment of the plain fact that the actual loss 
caused by the breach of a contract is the loss of what the 
contractee would have had if the contract had been performed, 
less the proper deductions.’ Therefore, each case must be con- 
sidered upon its merits and the importance of ascertaining the 
exclusive holding of the United States courts upon the particular 
proposition of law is too apparent to require further elucidation. 

“All legal works heretofore published on the subject of the 
rights and liabilities of shippers and carriers have been rendered 
obsolete, as far as interstate and foreign commerce is concerned, 
by the interpretation and construction of section 20 of the inter- 
state commerce act by the United States Supreme Court. Of 
course, intrastate traffic remains controlled -by the laws of the 
several sates. 


“In analyzing the law on this subject a great many United 
States Supreme Court decisions which apparently decide a given 
proposition of law prove worthless when the fact is developed 
that the cause of action arose prior to certain congressional 
action. This is especially true with reference to bills-of-lading 
provisions governing the notice of and filing of claims with 
carriers. Special attention, therefore, must be given to the date 
upon which a case is decided in considering its governing ap- 
plication to a particular propoSfition of law, inasmuch as many 
cases have no controlling efficacy as precedents under the inter- 
state commerce act in its present state. 


“In this work is treated fully the many leading decisions of 
the United States Supreme Court governing this subject, in- 
cluding the following controlling cases: McCaull-Dinsmore Com- 
pany, Primrose, Lockwood, Hart, Piper, Riverside Mills, Cron- 
inger, Dettlebach, Prescott; Starbird, Olivit Bros., Carl, Harri- 
man Bros., Blish Milling Company, Burke, Pierce Company, 
Rankin, Robinson, Ward, Leatherwood, Cramer, Sealy, Neiman- 
Marcus Company, Hooker, Reid, Collins Produce Company, etc. 


“In this work all captions and sub-captions are stated in 
technical language, and each proposition of law should be read 
with particular reference to the heading. It is also suggested 
that the authority citations and notes appended to each propo- 
sition be thoroughly considered, inasmuch as they contain val- 
uable explanatory statements and guiding information.” 





demonstrated time and again that there is a market for nearly 
all commodities, even transportation, if a reasonable price is 
asked. 

Many articles have reached pre-war prices, but freight rates 
are still prohibitive in many cases. 

Class rates in New England: 


First Class 1913 1921 Increase 
Pe MES au olh-sc-sameanisee eeaieawiewies 7c 38l6c 50% 
Mt SN 2 chase siun Gesibne aencnnew meee 7c, 42 c 500% 
et MN ic oi an ctacons anaes Carine 15ec 5414%4c 263% 


Terminal charges, switching, and demurrage have doubled. 

New England manufacturers had for twenty years commod- 
ity rate 6 cents—present rate 35 cents—an increase of 483 per 
cent. Yet the eastern roads need millions to meet the deficit. 

Motor trucks are doing between two and three million dol- 
lars of transportation that was formerly handled by the rail- 
roads. 

Trolley freight lines have increased their tonnage ten feld. 

The railroads have lost nine-tenths of the local tonnage. 

1st Class 3rd Class 





Boston and Worcester rates—Rail.... 52%c 35c 
Boston and Worcester rates—Trolley. 30%c 23c 
22 ¢ 12¢c 


Trolley rates for first class are 41.9 per cent lower and the 
third class 34 per cent lower than the rail rates. 

A remedy to apply at once is to reduce the rail rates to 
meet the trolley and motor truck rates. 
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Manufacturers cannot live without the railroads and the 
roads have demonstrated they cannot exist without the tonnage. 
Manufacturers, I believe, are far-sighted enough to be loyal to 
the railroads and will return the tonnage at once if the rates 
are equal. 

Motor truck lines are uncertain while the railroads are the 
very veins of industry. 

Shippers plead for the re-establishment of the commodity 
rates and service. The writer goes a point further and recom- 
mends the reinstatement of rates that will move the commodi- 
ties the country over. Allow the roads to make a rate that will 
fit the commodity. Try it at least for a limited time on bulk 
raw materials and tonnage will increase. Business once started 
would keep moving. 

WHAT DO YOU SAY, SHIPPERS? Would you return the 
tonnage formerly given the railroads on an equal rate basis and 
help them come back? 

B. F. Curtis, 
Traffic Manager, Norton Company. 
Worcester, Mass., Aug. 24, 1921. 


WHY A MERCHANT MARINE? 


Editor The Traffic World: 

In your magazine of July 23 in which you suggest that sub- 
scribers give their opinions in regard to your article, “Why a 
Merchant Marine?” beg leave to state that I feel that the United 
States government surely can operate a merchant marine as well 
as any private corporation such as the Cunard Line, White Star 
Line or any of those, and operate same at a profit. Of course, 
whether the government or a private corporation operates ocean 
going steamers, they must be operated on a business basis. The 
profit must be recorded and also the loss. 

I notice on Page 162 of the same issue an article under the 
heading, “Shipping Board Finance Muddle,” and, as we read this 
article, it surely is a muddle and I fail to see how any business 
enterprises, whether it be a steamship corporation or a little side 
street store, could be run at a profit under such conditions. 

I also note in that article where one can charter a boat 
from the Shipping Board and it receives 5 per cent of the amount 
received for the cargo. This is absolutely wrong in my. opinion. 
I feel that the Shipping Board should have a specific amount and 
charge that amount to any individual or corporation that might 
want to charter the boat. If the steamer were to leave a given 
port not loaded to its full capacity, the government would not 
in any way be at loss but the one who chartered the boat would 
be the loser. 


If the large companies mentioned in the beginning of this 
letter could have operated at a profit, I feel that is one good 
reason why, if the Shipping Board was handled by practical men 
in a good sound, business-like way, the government would reap 
the benefits which I feel will be reaped by private corporations. 
The Shipping Board should not be controlled by any political 
interests. Men who have proved themselves of first class, busi- 
ness-like material, regardless of their political affiliations, are 
the ones who should be selected to operate this particular end 
of the government’s business. 

John J. Scanlon, 
Hardman, Peck & Co. 
New York, N. Y., Aug. 24, 1921. 


YIELD OF TRANSPORTATION TAX 
The Trafic World Washington Bureau 


The tax on transportations of freight yielded $9,233,267.33 
more in the fiscal year ending June 30, 1921, than in the preced- 
ing year, according to a report on internal-revenue receipts made 
public by the Bureau of Internal Revenue of the Treasury De- 
partment, August 29. The total collected on freight shipments 
in the fiscal year 1921 was $140,019,077.90, as compared with 
$130,785,810.57 in the preceding fiscal year. The increase, no 
doubt, was caused by the increased rates, which became effective 
August 26, 1920, and the heavy volume of traffic in the early fall 
of 1920. 


There was a decrease of $503,702.11 in the revenue from the 
tax on express shipments, the total in 1921 being $17,093,935.58 
as compared with $17,597,637.69 in the preceding fiscal year. 
There was also a decrease of $1,304,739.33 in the collections on 
the transportation of persons, the total receipts for 1921 being 
$97,481,896.46 as compared with $98,786,635.79 in the preceding 
fiscal year. 

The tax on seats, berths and staterooms yielded $8,485,014.75 
in 1921 as against $6,074,556.43 in 1920, an increase of $2,410,- 
458.32. 

Transportation of oil by pipe lines yielded $9,989,873.62 in 
taxes in 1921 as compared with $8,426,405.68 in 1920, an increase 
of $1,563,467.94. 

The taxes on telegraph, telephone and radio messages 
amounted to $27,360,223.33 in 1921 as against $26,631,837.20 in 
1920, an increase of $728,386.13. 
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Personal Notes | 


The Louisville & Nashville Railroad has announced the fol 
lowing appointments: C. A. Swope, general eastern frej . 
agent, New York City; E. L. Blandford, commercial agent New 
York City; J. A. Hosty Jr., traveling freight agent Pittsbur “ 
and J. W. Youell, freight service agent, Cincinnati. - 

_M. Lawrence Wilson, for the last three years freight claj 
adjuster for the Akron, Canton & Youngstown Railway 7 
— O., has resigned in order to enter business at Baltimore 

Ross E. McGrath has been appointed commercial 
the Louisiana & Arkansas Railway at Kansas City 
L. Ke . who resigned. 

C. H. Pearson has been appointed a member of the So 
Freight Rate Committee. He is succeeded as assistant pre: 
freight agent for the Southern Railway System by F. E. God. 
frey. C. D. Thomas has been appointed assistant general freight 
— 7 - same road at Cincinnati. 

. V. Bush, formerly general traffic manager for the i 
Coal & Coke Company at Cincinnati, has vit ad to rein 
position of coal service agent for the C. & O. Railway. The 
Cincinnati traffic department of the coal and coke company has 
been oo a to Raleigh, W. Va. . 

. F. Coyne, formerly in the freight traffic departm 
the New York Central, has resigned to become Pacem 
the Midwest Freight Traffic Service Bureau, Inc., of Chicago. 

T. S. Davant, Jr., has been appointed soliciting freight agent 


~ a Winston-Salem Southbound Railway at Winston-Salem, 


Omar E. Anthony, traffic manager for M. A. Hanna & Co. 
of Cleveland since 1916, died at his home in that city, August 
20. He was formerly connected with the C. H. & D., the P. & 
L. E. and the L. S. & M. S. railroads. 


The Chesapeake & Ohio Railway Company announces that 
O. E. Lowry is appointed assistant general freight agent in 
charge of tariff bureau, at Richmond, Va. P. J. Tierney is ap- 
pointed assistant to general freight agent at Richmond, Va. 
Ee. 8. Smith, assistant general freight agent in charge of tariff 
bureau, is appointed coal freight agent in charge of all coal and 
coke traffic, with office at Richmond. F. H. Cummings, coal 
service agent, is appointed assistant coal freight agent, in charge 
of westbound coal and coke traffic, with office at Cincinnati. 


‘ The Transportation Club of Tulsa entertained the Kansas 
City Traveling Freight Agents’ Association as its guest August 
25 and 26. The two days were spent in inspecting the indus- 
tries in and about Tulsa and in visiting places of interest. The 
two organizations met in a baseball game on the afternoon of 
the second day, in which the Tulsa club members were the vic. 
tors by a score of 16 to 11. The natives also won most of the 
track events on that day. 


D. B. Carson of Nashville, Tenn., for a number of years gel- 
eral manager of the Nashville, Chattanooga & St. Louis Railway, 
has been recommended by Secretary Hoover for chief of the 
Bureau of Navigation, to succeed E. T. Chamberlain, who has 
been in charge of the bureau for more than 25 years. Mr. Cham- 
berlain has been transferred to the Bureau of Foreign and Do- 
mestic Commerce. Mr. Carson assumed his duties August 27 as 
acting Commissioner of Navigation, owing to the fact that it 
is a presidential appointment and this can not be made until 
the Senate convenes in September. 


agent for 
succeeding 


PAYMENTS TO RAILROADS 


The United States Railroad Administration reports the fol 
lowing final settlements, and has paid out to the several roads 
the following amounts: : 

New York, Chicago & St. Louis Railroad Co., $3,000,000; Carolina 
& Northeastern Railroad Co., $15,000; Meridian T'erminal Company, 
$701.50; Sussex Railroad Company $26,000; Lackawanna & Montrose 
Railroad Co., $4,000; Joliet Union Depot Company $2,306.60; Manistique 
& Lake Superior Railroad Co., $50,000. 

The Ann Arbor Railroad Company paid the Railroad Admit 
istration $600,000. 


The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all othe! 
disputed items as between the railroad companies and the ad- 
ministration during the twenty-six months of federal control. ; 

The Commission has issued partial payment certificates . 
favor of the Trinity & Brazos Valley for $35,000, and the Te" 
minal Railroad Association of St. Louis for $65,000. 

The Treasury Department has announced the followins 
additional partial payments on the guaranty to railroads: 

Memphis, Dallas & Gulf Railroad Co. (Receiver) $6,000: Detre 
Bay City &' Western Railroad Co., $4,500; Mineral Point & Nor’ 
ern Railway Co., $50.000; Terminal Railroad Association of St. Lous, 


$65,000; Trinity & Brazos Valley Railway Co. (Receiver), $35,000; 
Detroit and Mackinac Railway Company, $5,000. 
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AGRICULTURAL INQUIRY PLANS 
The Trafic World Washington Bureau 


A plan, and considerable of the personnel needed to carry 
it forward, has been prepared by Donald D. Conn, chief of the 
transportation division of the Joint Commission of Agricultural 
Inquiry of Congress, of which Representative Sydney Anderson, 
of Minnesota, is chairman, to cover the transportation phase of 
the inquiry that commission is making. Conn’s aim is to ascer- 
tain the pertinent facts which will show or tend to show the 
weight of the transportation factor in the whole cost of market- 
ing products of the farm, and the relative importance of that 
factor by comparing it with the price the farmer has to pay 
the commission merchant and the retailer for their services in 
passing the products of the farm on to the ultimate consumer. 

Thus far Conn has succeeded in obtaining the consent of 
well informed men to serve as members of committees to seek 
the facts which will enable the transportation division to make 
recommendations to the joint commission. His idea is that it 
would be a waste of time for the commission to send for wit- 
nesses to testify generally, as is usually done by a congressional 
committee when it has an idea that there is information, which, 
if placed before Congress, would enable that body to legislate 
for the correction of ascertained evils. 

In this inquiry, to ascertain what is the matter with the 
agricultural industry, one duty laid upon the commission is to 
find out the relative value of the dollar of the farmer, of the 
railroad and the railroad employee; that is, as to how much the 
dollar can buy in comparison with some other date, and if there 
is a disproportion to find out why it exists and the causes of 
the disproportion. 


Ascertainment of the relative values of the dollar of the 
farmer, the railroad employee and the railroad will involve the 
ascertainment of the farm price, the commission merchant price 
and the retail price of farm products. The bureau of markets of 
the department of agriculture is at work on that phase of the 
subject. Its agents began taking data on wholesale and retail 
prices in a number of cities, August 30, with a view to compiling 
tables that will be used by the transportation division in making 
up a set of findings for the commission to make to Congress. 

This inquiry, so far as the transportation end is involved, 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMANDE 
and THE TRAFFIC WORLD is the logical medium for getting th: 
men and the positions in touch with each other. The rates fo 
classified advertisements ars as follows: First insertion, $1.00 ; 
line: minimum charge, $3.00; succeeding insertions, per line, 50c; 1 
words to the line; numbers and abbreviations counted as words 
6 point type; payable in advance. Answers to keyed advertisement: 
forwarded free and all correspondence held in strict confidence. Th 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 











POSITION WANTED—LaSalle Extension University graduate, 
three years’ experience in railroad office, employed at present, desires 
good position in traffic department where skilled_brains are required. 
Let me convince you. Address J. K. L., , Traffic World, Chicago. 


We Can’t Emphasize 
This Point 
Too Strongly 


Campbell Tags 


are manufactured in a way 
to satisfy you. 


CAMPBELL PAPER BOX CO. 


SOUTH BEND, IND. 
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Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 
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Acquire an Expert Knowledge of 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
Method of home-study in Interstate Commerce and Industrial and 
Railway Traffic Management. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
Mm the experience of more than 70 of America’s well known author- 
: ities and traffic executives. Write for catalog and 
low cost monthly payment plan. 


LaSALLE EXTENSION UNIVERSITY 
Department 995-T CHICAGO, ILLINOIS 
The Largest Business Training Institution in’ the World 


BALTIMORE 


PORT of LOS ANGELES and SAN FRANCISCO 
and HAWAIIAN ISLANDS 


Express Freight and Passenger Service 


S.S. BUCKEYE STATE, sailing October 8th 
S.S. HAWKEYE STATE, sailing last half of November 


Sailing from Baltimore 








Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents United States Shipping Board 


BALTIMORE SAN FRANCISCO HONOLULU 
6 So. Gay St. 120 Market Street Castle & Cook, Ltd. 


Y & 


: cause the lo of many hard 
BAD ORDER CARS poacind eutate te valieona com- 


panes and shippers of grain, seed, food stuffs and package 
goods. " 


MUCH OF THIS LOSS can be saved by the use of 
F Kennedy Car Liners. These 
car liners practically condition a bad order car and enable ship 
pers to load cars that otherwise would be rejected. 


KENNEDY SYSTEM of car liners prevent leakage 
t in transit and afford sani- 
tary protection to bulk shipments and food stuffs. 
WE MAKE Kennedy Car Liners for all cases of bad 
, order cars, consisting of full Standard 
Liners, End Liners, Door Liners, Sanitary and Sand Liners. 
WILL YOu NOT give us an opportunity to submit 
full details of our system and the 
low cost of same? We are confident this would demonstrate to 
you the efficiency and money saving merits of our proposition. 


THE KENNEDY CAR LINER & BAG CO. 


SHELBYVILLE, INDIANA 
Canadian Factory at Woodstock, Ont. 


HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof St¢g. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 





General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Old South Bldg., Boston Drexel Bldg., Philadelphia 






i Hippodrome Bldg., Cleveland 
Ellicott Square, Buffalo Union Trust Bldg., Cincinnati Monadnock Bldg.,San Francisco Alaska Bldg., Seattle 


Van Nuys Bldg., Los Angeles 13th and Kearney Sts., Portland Ore. 
Write the Nearest Office 
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will not be of the usual congressional type. Conn, the transpor- 
tation division chief, will gather material upon which recom- 
mendations will be founded. Shippers and carriers are expected 
to agree upon many facts so there will be no need of testimony 
except where agreement is impossible. Only on disputed points 
will the commission be expected to take testimony. The object 
is to avoid, Chairman Conn said, the making of a long record 
which would not be read, and the digesting of which, so as to 
make it of value to the committee that heard the testimony in 
itself would be a task of the first magnitude. 

The plan of the commission, which necessarily also covers 
the transportation phase, as outlined by Mr. Conn, is as follows: 


The products which this investigation will seek to cover are 
enumerated as follows: (1) grain and grain products; (2) live stock; 
(3) wool; (4) cotton; (5) fruits; (6) vegetables; (7) butter, cheese, 
eggs and poultry, as representatives of products of the agriculturalist. 

A survey will be made upon the following list of commodities as 
representative of the essentials which the agriculturalist utilizes: (1) 
agricultural implements of various kinds; (2) flour; (3) fertilizer; (4) 
steel; (5) shoes and clothing; (6) groceries; (7) lumber and wood 
products. 

The work is divided into two phases, the first being the collection 
of facts and fundamental information through the aid of question- 
naires, and second, the correlation of these facts by joint conferences 
of carriers and shippers. The ultimate purpose is to seek an agree- 
ment as to fundamental principles and facts portraying the exact 
relationship of transportation cost to the successful marketing of farm 
products and to the ing paid for such products by the ultimate con- 
sumer, It is hoped that by conducting the investigation in this man- 
ner that a sound basis for recommendations may be arrived at which 
ean receive the general support of the railroads and shippers alike. 

The executive traffic committee appointed by the carriers who are 
dealing on this problem are, first, eastern district, Mr. Fort, vice- 
president of the Boston & Maine; Mr. Powell, vice-president of the 
Erie Railroad; Mr. Fries, vice-president of the Baltimore & Ohio; Mr. 
Wright, general traffic manager of the Pennsylvania System. Western 
district, Mr. Chambers, vice-president of the Santa Fe; Mr. Wood- 
worth, vice-president of the Northern Pacific; Mr. Adams, vice-presi- 
dent of the Union Pacific, who also is acting as general chairman. 
Southern district, Mr. Bowes, vice-president of the Illinois Central; Mr. 
Capps, vice-president of the Atlantic Coast Line; and Mr. Edwards, 
vice-president of the Atlanta Birmingham & Atlantic. These gentle- 
men form a general committee through which the questionnaires are 
—- and with whom the joint conferences with shippers are to 
ve held. 

The same principle is being applied to organizations of shippers; 
for instance, a general committee has been formed representing the 
products of the soil with the exception of cotton, fruit and wool, which 
is comprised of one representative from the American_Farm_ Bureau 
Federation, one representative from the United States Grain Growers, 
Ine., and one representative from the National Grange and one from 
the National Live Stock Association. OC. B. Hutchins, general traffic 
manager of the American Farm Bureau Federation, is chairman of 
this committee. The same procedure is followed for fruits, and all 
the other commodities, upon which committees have either been 
established or are in the process of organization. 

It is hoped that fundamental facts and information may be _ ob- 
tained and put in shape for analysis by October 1, and a month to 
six weeks will thereafter be given to joint conferences between the 
shippers and the carriers in an effort to iron out any differences or 
inconsistencies which may appear in the presentations of each inter- 
ested committee or organization. 

Through this method of procedure it is hoped to sift out all of the 
pertinent facts which will tend to show the exact part which trans- 
portation plays today and has in the past in the marketing of the 
farmers’ products and in the price which the farmer must pay for his 
necessities. This procedure necessarily involveés a study of farm 
prices, wholesale prices and retail prices andy the transportation 
division has already secured much valyable data @@veéring these phases 
of distribution. " 

In addition to committees al ménti 
appointed: : + = 

A committee of six representing li totk exchanges, as follows: 
Walter A. Williams, chairman, South St. Patil Live Stock Exchange; 
E. M. Hughes, secretary, Chicago Live Stoek Exchange; E. W. Houx, 
president, Kansas City Live Stock Exchange; A. F. Stryker, secretary, 
Omaha Live Stock Exchange; A. G. Prey, president, Denver Exchange. 
and George Shannon, Jersey City Live Stock Exchange. 

A lumber committee, composed of A. G. T. Moore, traffic manager, 
Southern Pine Association, New Orleans; H. N. Proebstel, traffic man- 
ager, West Coast Lumbermen’s Association, Seattle, and R. J. Knolt, 
traffic manager, Western Pine Manufacturing Association, Portland, 
Ore. No chairman has as yet been selected for that committee. 

A general committee has been selected on all fruits and vegetables, 
representing producers and consumers, of which R. Cumming, secre- 
tary, American Fruit and Vegetable Shippers’ Association, is chair- 
man. Also a committee representing the commission merchants 
throughout the United States, of which R. A. Phillips, of Rochester, 
is the only member thus far selected. 


WHEELING TRACTION CO. CASE 
The Trafic World Washington Bureau 


A rehearing for the purpose of reargument in the William 
Wylie Beall case (63 I. C. C., 220—See Traffic World August 27, 
p. 397) involving the jurisdiction of the Commission over the 
fares of the Wheeling Traction Company, is asked by Francis 
B. James and other counsel for the interveners (Ohio munici- 
palities) on the ground that only five members of the Commis- 
sion concurred in the decision made public last week in which 
it was held the Commission had jurisdiction. The decision was 
a reaffirmation of the finding in the original report in the case 
(60 I. C. C., 600). 

In support of the petition for rehearing, Mr. James said: 

This case was submitted to Division 1 of the Commission con- 
sisting of Commissioners McChord, Meyer and Aitchison. It was 
decided on March 5, 1921, and reported in 60 I. C. C., 600. A majority 
of the division consisting of Mr. Commissioner Meyer and Mr. Com- 
missioner McChord decided adverse to the contentions of interveners. 
Mr. Commissioner Aitchison dissented. On petition of interveners the 
Commission granted a re-argument before the whole Commission. 
The case was presented to the whole Commission in oral argument. 






there has been 








On August 3, 1921, the Commission in conference for deliberation voted 
on the case, there being present seven members of the Commission 
as follows: (1) Mr. Chairman Clark; (2) Mr. Commissioner McChord; 
(3) Mr. Commissioner Meyer; (4) Mr. Commissioner Hall; (5) Mr. 
Commissioner Eastman; (6) Mr. Commissioner Esch; (7) Mr. Com- 
missioner Campbell. 

Five members of the Commission out of eleven members of the 
Commission voted adverse to the contentions of interveners as follows: 
(1) Mr. Chairman Clark; (2) Mr. Commissioner McChord; (3) Mr. 


Commissioner Meyer; (4) Mr. issi sie . i 
sioner seh. y (4) Commissioner Hall; (5) Mr. Commis- 
e following members of the Commission voted in the n ive: 
(1) Mr. Commissioner Eastman; (2) Mr. Commissioner ame’ 
There were absent from the deliberations of the Commission on 
August 3, 1921, the following: {1) Mr. Commissioner Potter; (2) Mr 
Commissioner Daniels; (3) Mr. Commissioner Aitchison; (4) Mr. Com- 
missioner Lewis. 


The opinion of the Commission is reported in 63 I. C. C., 220 
and was made public Thursday, August 25. eon 
This case involves two vital questions: 
(1) Power of the Interstate Commerce Commission to increase the 
rates on electric street passenger lines purely intrastate; and, 
(2) Power of the Commission to decide a case without evidence in 
a collusive suit between complainant, William Wylie Beall, and de- 
fendant, Wheeling Traction Company. j 
This case involves most important issues as between the exercise 
+ A eacesnsy Fst and = power and as to whether the Interstate 
mission is to a isdicti P rj eet 
pa ag ssume jurisdiction over electric street 


: In the interest of the maintenance of constitutional rights, i 
interest of justice according to law, in the interest of ‘en eaitie = 
in the interest of justice, interveners ask that reargument before the 
entire Commission be granted and further ask that when this case 
again reaches the Commission that it should be deliberated on at a 
full meeting of the Commission and voted on by a full Commission 
In the instant case the opinion is concurred in by but five mem- 
bers of the Interstate Commerce Commission out of eleven members 
In a case of this far-reaching importance a decision ought not to £0 
out that is not supported by at least a majority of the Commission. bs 
In a bulletin to state commissions, John E. Benton, general 
solicitor of the National Association of Railway and Utilities 
Commissioners, said in regard to the decision in the Beall case: 
_I have expressed to the Ohio commission and to counsel for the 
Ohio municipalities, the hope that the validity of this order will be 
contested in the courts. The far-reaching effect of the decision, if it 
stands, is obvious. If the validity of the order is litigated, I shall call 
SS ae > ae ona ead an committee on litigation, for 

: o intervention by the filing of brief or i ; 

committee may deem advisable. - Penner oe 
In the event rehearing is denied by the Commission, or in 
the event there is a rehearing and a reaffirmation of the Com- 


— holding, the case will be taken to the courts, counsel 
said. 


COMMISSION ORDERS 


; The Kansas City Power & Light Company has been per- 
mitted to intervene in No. 12862, Commerce Club of St. Joseph 
Mo., vs. Abilene & Southern et al. 

The effective date of the order in No. 10255, J. D. Hollings- 
head Co. vs. Director-General, Adirondack & St. Lawrence 
et al., has been postponed until the further order of the Com- 
mission. 

Southport Mill, Ltd., the New Orleans Joint Traffic Bureau, 
and The Procter & Gamble Manufacturing Co. have been per- 
mitted to intervene in No. 12798, Galveston Assn. vs. G. H. & 
S. A. et al. 

The Meridian Traffic Bureau and the Memphis Merchants 
Exchange have been permitted to intervene in No. 12965, Mer- 
chants Exchange of St. Louis, Mo. et al. vs. Aberdeen & Rock- 
fish et al. 

; The Universal Portland Cement Co. has been permitted to 
intervene in No. 12824, The Atlas Portland Cement Co. vs. C. B. 
& Q. et al. 

The Omaha Grain Exchange has been permitted to inter- 
vene in No. 13000, Board:of ‘Railroad Commissioners of the state 
of South Dakota vs. C. & N.. W. et al. 

The City of St. Paul, Minn., City of Minneapolis, Minn., St. 
Paul Association of Public and Business Affairs, and Minne- 
apolis Traffic Association have been permitted to intervene in 
Nos. 6194, Holmes & Hallowell Co. vs. Great Northern et al. 
and 7895, Traffic Bureau of the Commercial Club of Aberdeen, 
S. D., vs. Great Northern, for the purpose of being heard on 
argument. 

_ The Robstown Chamber of Commerce has been permitted 
to intervene in No. 12782, Rio Grande Valley Chamber of Com- 
merce et al. vs. St. Louis, Brownsville & Mexico et al. 

The Michigan Manufacturers’ Association has been per- 
mitted to intervene in No. 12698, Southern Ohio Coal Exchange 
vs. C. & O. et al., and No. 12851, in the matter of intrastate 
rates on bituminous coal within the state of Ohio. 

The Kansas City, Kaw Valley & Western Railway has been 
made an additional party defendant in No. 10421, Lehigh Port- 
land Cement Co. vs. Director-General, A. T. & S. F. et al., and 
10517, Atlas Portland Cement Co. vs. same. 


NEVADA RAILROAD EXTENSION 


The Tonopah & Goldfield Railroad Company has applied to 
the Commission for authority to construct an extension 18% 
miles long from a point near Coaldale Station in Mineral county, 
Nevada, on its main line, to a point in Fish Lake Valley, Es- 
meralda county, Nevada. The extension would serve what 15 
believed to be a “potential oil field,” according to the application. 
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sTEAMERS NEW ORLEANS—EUROPE 


Corunna, Santander, Cherbourg, 
Southampton, and Amsterdam, via 
Vera Cruz and Havana 


Sailing from New Orleans 


Be. BIE: occcces September 16th 
S. S. Hollandia...... October 28th 
S. S. Zeelandia.... November 11th 






















First, second and third class 






Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 













For further particulars apply to 
THE STEELE STEAMSHIP 
LINE, INC., Agents, 
630 Common Street, New Orleans, La. 








THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 


AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 
Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 


THOROUGHNESS 


In the tracing, booking and forwarding 
of your commodities, thoroughness in 
the first operation eliminates entirely 
such possibilities as delays, rejections 
and expenses incident thereto. 

















Thoroughness is a big word and in 
executing a service such as the word 
implies, broad experience and an ample 
force are necessary. 








Regardless of the commodity which 
you are exporting, or contemplate ex- 
porting, through Gulf ports, suppose 
you consult us as to Richeson Service. 


THE W. L. RICHESON CO., INc.. 


FREIGHT BROKERS AND FORWARDERS 
Export Shipping for Account of Principals Throughout the World 
613 to 621 Whitney-Central Bldg. 
NEW ORLEANS 


Galveston Office: 
810-12 American Nat’l Ins. Bldg. 


Direct Private Wire Service Between All Offices 





























New York Office: 
401 Produce Exchange 











THE TRAFFIC WORLD 












a 
Salary $2,500 to $10,000 












ROUTE YOUR CARGO VIA 


Mobile: Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 





Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


ew os OR OO Due Mobile about September 18th 
“AFOUNDRIA” or Sub....... Due Mobile about October 21st 


ABERDEEN AND LEITH 
“SEEKONK” or Sub.......... Due Mobile early September 


ABERDEEN AND HULL 
“PASSAIC BRIDGE” or Sub.Due Mobile about September 20th 


BRISTOL AND CARDIFF 





"EEE .sshieswsiaaneosesoor Due Mobile late August 
LONDON 
“WILDWOOD” or Sub........ Due Mobile early September 


“MAIDEN CREEK” or Sub....Due Mobile about October 18th 


HAMBURG AND BREMEN 


w pw)... rr In port loading—Sailing about Sept. 3rd 
eee eee Due Mobile about September 8th 
“COAHOMA COUNTY” or Sub. Due Mobile about October 3rd 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


Be a Certified 


Traffic Manager 


Learn By This 
IWAN el au lsiCye 
























A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cle nd traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
mage of —_ are needed now. Why don’t you qualify for one of these 

ig pay jo 


Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 29-A 4043 Drexel Blvd., Chicago, III. 
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CAUSE OF INCREASED EARNINGS 


An analysis of railroad operation for the first six months of 
1921, by the Bureau of Railway Economics, shows that the in- 
creased net earnings, aS compared with the same period 1920, 
were due largely to a decrease in expenses such as would have to 
be resumed if business were to revive toward normal. This was 
especially noteworthy in May and June. 

Of these economies 45 per cent ($44,748,799) arose in June 
from reduction in operating expenses and 55 per cent ($54,256,- 
689) from deferring of maintenance, both of right of way and 
equipment. 

So far this year, in other words, owing to light business, 
fewer trains have been run, less coal used, and fewer men em- 
ployed without, however, any reduction of wage rates. There 
was also a large reduction in the amount of material used, such 
as ties, rails, other track material, etc., and fewer bad order cars 
and engines were put in condition. 

In the analysis it is pointed out that a reduction in trans- 
portation costs necessarily follows a falling volume of business, 
but that reduction in maintenance is merely a postponement of 
expenditures that must be made later if the roads are to be ade- 
quately maintained. The analysis says in part: 

1. The number of railway employes in March, 1921, was 
smaller than for any period since the fiscal year 1915. During 
the first quarter of 1921, the average number was 1,691,471, com- 
pared with 1,993,524 in the corresponding quarter of 1920. This 
was a reduction of 302,053, or 15.2 per cent. Because of this radi- 
cal reduction in force, the railways were able to reduce their 
payroll for the quarter by $38,290,974, or 4.8 per cent, and this 
in spite of the fact that they were paying the scale of wages or- 
dered by the Railroad Labor Board in July, 1920, which increased 
wage rates about 21 per cent. 

“2. Traffic in the fall of 1920, even under the new rates, 
made new high records. The business depression became marked 
in December. It came to its height in January and February. 
The total number of cars loaded with revenue freight during the 
first seven months of 1921 ended July 31, was less than during 
the same period of 1920 by 2,600,844, or 10.4 per cent. The totals 
were 24,889,058 in 1920 and 22,288,214 in 1921. 

“Net ton-miles showed the following percentage reductions 
during the first six months of 1921, compared with the corre- 
sponding months of 1920: 





NE SR iaiieniaigped oo 9 Oot eee CAs pew OWE bea sored Decrease 14.7 per cent 
NN BOE co vaceesortvivcrecticecreseen seeeues Decrease 24.4 per cent 
TT EEE Hore Pee eer rere red cetera Decrease 29.1 per cent 
("Se Ree re rr ere rr Decrease 10.5 per cent 
Oe ae ret ee ere eer Decrease 25.5 per cent 
enc ehete Ate me doce awe de alain dndgin icon on case Genes Decrease 26.4 per cent 

I, on. 650s eho Rede tnieeves te Gwieewen Decrease 22.3 per cent 


“Revenue passenger miles showed a constantly increasing 
rate of decrease during the first five months of 1921, as follows: 





Pe ee) ee oe ee ee eee Decrease 4.0 per cent 
2 rere ee are wear eer Decrease 9.9 per cent 
ie a noite are CEN CMe CMTE Ee Ree eowewes Decrease 13.5 per cent 
pO EE ee er er rere rn Decrease 20.3 per cent 
Oe Pre rrr eee a re Decrease 21.6 per cent 

I NE na « mais 6 o's WOR RC Oe Reed 00 ee Hees Decrease 14.2 per cent 


“8. Revenues followed traffic. The only factor that has 
made the decline in revenues relatively smaller than the decline 
in traffic is the increased rate level, but even the considerable in- 
crease in rates has not been sufficient, taking the first half of 
1921 as a whole, te offset the reduction in traffic. 

“For the first six months, freight revenue about held its 
own with 1920, but it must be remembered in noting the com- 
parisons, that freight rates had been increased more than 30 
per cent in August, 1920. The respective periods in 1920 and 
1921 are compared below: 


NE, DOE. dcr encsctddimenbdswerdgtoaseeeMmeed Increase 4.3 per cent 
a. A rrr rrr ree Decrease 5.1 per cent 
EY SE oe. co hen ci ped euveeweese ia sees eee teens Decrease 1.2 per cent 
OS Serre ee er Increase 13.4 per cent 
ST Coc cg hoes Camere ave meets cee Coteau ee Decrease 0.3 per cent 
CE RE ae rire er re ee Decrease, 5.4 per cent 

ee PAIN soo wu dics pote sn eee aia eel earehereiarw ole Increase 0.6 per cent 


“Passenger revenue increased slightly during the six months 
as a whole, but this was in the face of a more than 20 per cent 
increase in rates (Pullman surcharge included) last August: 


I EG ae ec a piel Aaa OE Wak bak ORO eae ee Increase 14.6 per cent 
as oo 5s eb HORES HHO TEM e we ROR eee Increase 7.2 per cent 
Sore aay 0. 8 6 er gaia we ata wereanew Bee a aiale Increase 5.1 per cent 
DEE, okwe6kco.cc cb00 6:50 Wea aGels Venteecmeeewaaes Decrease 2.4 per cent 
se wige a gd Sihihimbld:8 alelgitiere wast mele « eal eels Decrease 5.4 per cent 
PE BOE, wis oR oa i cic cccdey Vee nues sees Geebuences Decrease 7.1 per cent 

Re I 2 2 < ctaln erecelptae ace haa ale en ated Increase 1.5 per cent 


“Both freight and passenger revenue tended to decline at a 
relatively greater rate as the year 1921 advanced, so that the 
month of June was relatively worse than any of the preceding 
five months. 

“Other revenues exhibited an almost unrelieved tendency to 
fall below the 1920 levels. The result was that the total operat- 
ing revenues were lower each month, except April (the month 
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whieh in 1920 was marked by the Switchmen’s Strike), than in 
1920: 





SOUMGTY, TOBE otis ccs 006s oe 8 ote Bc cess BEB cacees Decrease 6.1 per cent 
ho eS 8 ee ae ee Se P.* EE, bed EE ea. Decrease 4.4 per cent 
RINT I S706 Scares hea qug ene” raianelis;ie, eqs fener phbia coxa Shee Decrease 0.2 per cent 
Ne FI oh nas aay qual an at praiavactvet labeler acare ex oi ie eraeareo EE Increase 7.7 per cent 
NINN MIN ao: ox dns crave tare fase-0i'o.-6: 916) ba cpnnee ane lesellet iw ote ooo Decrease 2.8 per cent 
DONG, SOE eddidrind cews weve duly wi Vineessiweene cataa Decrease 6.7 per cent 

SP ID « (ee. bs caae etn a aieiniwatoumane wanderee Decrease 2.4 per cent 


“4, Operating expenses have been reduced, especially main- 
tenance expenses. The two maintenance accounts show results 
as follows: 


’ 
Maintenance of Maintenance of 





Period. Way. Equipment. 
January, 1921 ........ Increase 5.9 per cent Increase 5.6 per cent 
February, 1921 ....... Decrease 16.9 per cent Decrease 8.6 per cent 
March, BREE stile aceee Decrease 8.1 per cent Decrease 8.4 per cent 
Ty i Decrease 19.6 per cent Decrease 8.7 per cent 
i Bae eee Decrease 26.9 per cent Decrease 13.1 per cent 
SUNG, TOSl 8s .deeccecs Decrease 27.3 per cent Decrease 22.1 per cent 

Six months ...... Decrease 17.3 per cent Decrease 9.2 per cent 


“The showing for May, and particularly for June, indicates 
how severely maintenance was cut. 

“Transportation expenses have also been heavily reduced, al- 
though not to so great an extent as the traffic. This is because 


a large part of the train schedules must be maintained, whatever 
traffic may be offered: 


Period. Transportation expenses. 


January, SET. igh bi ros braids BS cacacw si Olina ee aie tome ene Increase 5.7 per cent 
a ere ee ee are ne Decrease 6.2 per cent 
PCIE 5 25sice ain cise io. celnn.eieceveibis iamecwiachsaeimorecee Decrease 4.0 per cent 
ey Ns 55S saloep tale 6 Bio ves 'aipibie ealoOe. dae cine own Decrease i.9 per cent 
RM I ah a aie wiblieraiud a: oohie nesi9-0-'6 Uae cua ia Weicee-e dleroae Decrease 9.6 per cent 
NE MIEN cls loi oi shades Ape oie oo alarbierd atelewre + 40a Decrease 19.3 per cent 

PU SUNN ae ee oa ie ree Sor Decrease 6.1 per cent 


; “Here again, the June reduction was the greatest of the whole 
six-month period. Total operating expenses declined during the 
period, as follows: 


January, 1921 


ANUATY, LIZ on. ccccccccccssecceseccverscsccevces Increase 6.6 per cent 
| See eee ae ite mnie Seer ennye: Decrease 7.4 per cent 
March, MR ie Gras crc x14 orcs ale as cias wi Graal case orolevatace sincera Decrease 4.8 per cent 
CS ee eee eae: rena ane. Decrease 6.2 per cent 
UNIS) TRA coarse 3c thi Wiretss4 hG saa MRS eh lec a Decrease 13.2 per cent 
ME UREN, vecktetucnirittacireeaerane aie nace awe Decrease 20.6 per cent 

Pe NNN cio asin’ Soe sroret bln: Vice opr cleveaaravetae Decrease 7.9 per cent 


“Again the months of May and June show the result of hard 
cutting of expenses. June returns particularly indicate that the 
carriers are piling up deferred maintenance which must be made 
good in the future. 

“5. Notwithstanding the reductions of expenditures, the rate 
of return on the tentative valuation of the railways, by months, 


has been as follows, reduced in each case to an annual basis: 


NN DI Sn secgeeks nace os ras ere h otal Wuevaraiia ws Bligh alivize ax re Alerbr ocdl-acace ates nba Deficit 
RON MUNIN 5: 03 Sb: tn: eo girec ace arena @rane Boia iar Sc Wl wiel arin SURO cai wera Lein: Banat etarlteee Deficit 
I EINE, ecca’arcvere-cGielclgieacc - __ * (eleiSava Bara ole wero Sara sraueraieoicoaee 2.2 per cent 
EE I 6 4 4 oreo ear ace Danae eee wie ele ope an eee 2.2 per cent 
errr er ee rele eee: 
PU: PARUMIN- carat a's ore ere lerar ak oxic oe: eiw Giw wre ira sas et eile olor aceraceraia rae aren 3.1 per cent 

PPE SUMMED Klan ation aww. 6 ecole Kreps Rin dates a ee Vib ea elmer 1.8 per cent 


“During these six months, railways of Class I should have 
earned $477,256,000 in net operating income to attain to a six 
per cent basis. They actually earned $128,912,000, a shortage of 
$348,344,000, or 73 per cent. (These figures for the six months are 
subject to slight change, but are virtually complete.) 

“6. The comparative maintenance expenditure of the rail- 
ways for the first six months of 1921 and 1920, expressed in round 
millions of dollars, was as follows: 








MAINTENANCE OF WAY. 

Month. 1921. 1920. Inc. or Dec. _ 
January oral SS aa Se 61,000,000 57,000,000 Increase 3,000,000 
a Mee eee 53,000,000 64,000,000 Decrease 10,000,000 
MEO Cw ncvie aisle winaiewieiciecs 62,000,000 67,000,000 Decrease 5,000,000 
eee en 59,000,000 74,000,000 Decrease 14,000,000 
NNT dc Ore crainin ei gheaereinccotiaun 65,000,000 88,000,000 Jecrease 23,000,000 
a ee 69,000,000 95,000,000 Decrease 25,000,000 

Six months. ...606<< 370,000,000 448,000,000 Decrease 77,000,006 

MAINTENANCE OF EQUIPMENT. 

Month, 1921. 1920. Ine. or Dec. 
January Wicicta alata eae 124,000,000 117,000,000 Increase 6,000,000 
EMEUREY, soc. eis civeaiotuace 108,000,000 118,000,000 Decrease 10,000,000 
March erase dhativi gie ornare Acetts 107,000,000 117,000,000 Decrease 9,000,000 
Se ee ns » 101,000,000 111,000,000 Decrease 9,000,000 
SS ESE ee iy 101,000,000 116,000,000 Decrease 15,000,000 
BEE, |< Sipevescxcras spite conties 99,000,000 127,000,000 Decrease 28,000,000 

Six months ........ 642,000,000 707,000,000 Decrease 65,000,000 


“Comparing the month of June with the same month of 1920, 
the net operating income increased $66,209,911, and this was in 
the face of a decrease in total revenues of $33,240,500. Add these 
two figures together, it appears that there was a net saving of 
nearly $100,000,000 between the two menths, and a further scru- 
tiny of the figures shows that virtually the whole of this saving 
was in expenses. 

“Of the decrease in expenses, $44,748,799, or about 45 per 
cent, is chargeable to the reduction in transportatien expenses, 
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TUGTTRNIME | osm rc hin compen 
| 


PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 

Service that has satisfied the most Chinwangtao and Dairen 


exacting, for over Eleven Years. Vessels also call at Yokohama and Kobe 
The only Publication of Freight Rates 


Saili E 7 D. F 
that covers both Class and Commodity . "SGnNeAem. Gammee 
Rates and makes reference to the tariffs 


(ALL AMERICAN flag A-1 Steel Steamers) 
from which the information is taken. 


Issued for the benefit of shippers who 
want to know their Freight Rates with- 
out the high cost of maintaining a file 
of Railroad tariffs. 


: SS “WEST KADER” September 19 
A convenient record of rates issued in SS “WEST KEATS” October 10 
loose leaf form and served with a monthly SS “WEST NIVARIA” October 31 
distribution of revised pages covering SS “VINITA” November 21 


changes. 
. Transhipment at Shanghai to American River steamers for 
Nanking. Pukow, Hankow and other open 


This service can be placed in your 
traffic or shipping department at a sub- Yangtse River ports. : 
scription cost of $24.00 per year. FOR RATES AND OTHER INFORMATION APPLY 


Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 


or UNITED AMERICAN LINES, Agents 
W. J. HARTMAN, PUBLISHER 327 South La Salle St., Chicago 


LET US SEND YOU SAMPLE PAGES 


732 FEDERAL ST.. CHICAGO, U. S. A. or 
Columbia Pacific Shipping Company 
General Offices 
Board of Trade Building, Portland, Oregon 






















HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 


IMPORTANT 
Standard Prices B U Y N O W ! Our Prices 


sioco Eemtiey Phrase Come, Waivermelly Weed oc .6o ig o:6ic:s0 00060000 0.06:000'0-00wewvibicres viveeccesie R 
Sree SeMMS, Traveter @ Comipicce: Perret Sie aaa. oike.o'sie:ee:5'0.0-0:5.0:0-6,0:6:0.4:9'010:6-6'016-0 vieiea'ee.e See e oe 7.50 
ee, Bio, A. Cra) EC eas ala cain geo sash -cicsav es bibie/ ee, Win-s-s-01s ei SoBe ows Owe aes boinc was 18.50 
ee io i Sea) I SE I Bs occ ctiacwre.clar +.<ewsewasiecceegwouwaldaweucecsibe vio’ 18.00 
2:00 Same, identical text with five letter CONGOMSER, ......0.6occsccccveccecewcesevcececevecces 8.00 
Baltimore Grain Code Editions 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


















General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 


255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
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while $54,256,689, or about 55 per cent of the total, was due to 
reduction in maintenance (way plus equipment). 

“7, It should be borne in mind that the first six months of 
1921 showed no relief to the railroads from any reduction in 
basic wages, nor from any change in rules and working condi- 
tions. Beginning July 1, a wage reduction of approximately 12 
per cent went into effect, and some progress is being made 
toward working conditions conducive to greater efficiency and 
economy. The second six months of 1921 should therefore show 
an improvement over the first six months.” 


OPERATING STATISTICS 


The Trafic World Washington Bureau 


A summary of freight and passenger service operating sta- 
tistics of class I steam roads of the United States for the month 
of June, 1920, and the six months ended with June and the 
corresponding period of 1920, was issued: by the Bureau of Sta- 
tistics of the Commission, August 29. 

The statistics relating to freight service show that there 
were 1,016,214,000 loaded car-miles in June, 1921, as compared 
with 1,323,562,000 loaded car-miles in June, 1920, and 589,909,000 
empty car-miles in June as compared with 580,966,000 empty car- 
miles in June, 1920. 

The number of freight cars owned in June, 1921, was 2,343,- 
697 as compared with 2,370,924 in June, 1920. The per cent of 
unserviceable of total locomotives was 23.6 in June, as against 
23.5 in June, 1920. The per cent of unserviceable of total cars 
on line was 14.5 in June as against 7.1 in June, 1920. Car-miles 
per car-day averaged 22 in June as against 25.2 in June, 1920; 
net ton-miles per car-day averaged 385 in June as against 506 
in 1920; net tons per loaded car averaged 27.7 in June as against 
28.9 in 1920. There were 28,144,000,000 net ton-miles in June as 
against 38,236,000,000 in June, 1920. 

In the passenger service there were 44,788,000 train-miles 
in June as against 46,110,000 train-miles in June, 1920. 

In the six months ended with June there were 5,837,915,000 
loaded car-miles as against 7,413,654,000 in the corresponding 
1920 period, and 3,571,853,000 empty car-miles in the 1921 period 
as against 3,073,757,000 in the 1920 period. There were 163,- 
557,000,000 net ton miles in the 1921 period as against 210,671,- 
000,000 net ton-miles in the 1920 period. 

Car-miles per car-day averaged 21.6 in the 1921 period and 
23.1 in the 1920 period. Net ton-miles per car-day averaged 
375 in the 1921 period as against 465 in the 1920 period. Net 
tons per loaded car averaged 28 as against 28.4 in the first six 
months of 1920. 

In the passenger service there were 271,004,000 train-miles 
as against 270,780,000 train-miles in the first half of 1920. 

In the freight service there were 34,477,952 net tons of coal 
consumed in the first half of 1921 as compared with 43,798,121 
in the same period of 1920. In the passenger service coal con- 
sumption in the first six months of 1921 was 15,603,319 net tons 


as against 16,765,420 net tons in the corresponding period of 
1920. 








REVENUE FREIGHT LOADING 


The,, Trafic Warld Washington Bureau 


An increase of 7,471 in the number of cars loaded with 
revenue freight the week which ended August 20, compared 
with the previous week, was shown by reports received by the 
car service division of the American Railway Association. The 
total for the week was 816,486 cars. This was a decrease, how- 
ever, of 151,667 cars compared with the total for the correspond- 
week last year and 96,773 cars under that for the corresponding 
week in 1919. 

The principal increases, compared with the week before, 
were in the loading of merchandise and miscellaneous freight, 
which includes manufactured products, although there was a 
substantial increase in shipments of live stock. Loadings of 
both coal and grain and grain products, however, were under 
the previous week. 

The total number of cars on line August 15 was 2,300,929, 
cellaneous freight was 491,922, which was 12,173 more than dur- 
ing the week of August 13. It was, however, 43,000 less than 
were loaded during the corresponding week one year ago. 

Loading of live stock amounted to 29,110 cars, or an in- 
crease of 2,275 cars over the preceding week and 2,000 cars 
over the total for the corresponding week in 1920. There was 
also an increase of 150 cars over the week before in the loading 
of coke, the total being 4,436. 

Coal loadings, which during the week of August 13 went 
up to 158,260, dropped back to 154,140, or a decrease of 4,120. 
This was 50,000 under the corresponding week last year. Grain 
and grain products totaled for the week 59,875 cars, or 1,685 
under the week before, but 18,237 cars in excess of the same 
week in 1920 and 7,900 more than were loaded during the cor- 
responding week in 1919. 

Loading of forest products totaled 44,583 cars, or a decrease 
of 750 cars compared with the previous week, while ore de- 
creased 572 cars from the week before to a total of 32,370. 


Compared by districts, slight decreases under the week be. 
fore were reported in the Allegheny, Pocahontas and Southern 
regions, while all the others reported increases. .All, however, 
were under the totals for the corresponding week in 1920. 

Loading by districts in the week ended August 20 and the 
corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 8,200 and 7,426: 
live stock, 2,863 and 2,548; coal, 40,908 and 54,391; coke, 1,049 
and 3,531; forest products, 4,498 and 8,435; ore, 3,259 and 10, 
667; merchandise, L. C. L., 58,608 and 47,174; miscellaneous, 
79,990 and 101,845; total, 1921, 199,375; 1920, 236,017; 1919, 228. 
099. 

Allegheny distriet:'’ Grain and grain products, 3,664 and 
2,813; live stock, 2,955 and 3,307; coal, 41,098 and 63,804; coke, 
2,298 and 8,252; forest products, 2,270 and 3,543; ore, 6,878 and 
13,484; merchandise, L. C. L., 43,707 and 38,976; miscellaneous, 
55,320 and 70,162; total, 1921, 158,190; 1920, 204,341; 1919, 204- 
713. 

Pohahontas district: Grain and grain products, 192 and 191; 
live stock, 214 and 226; coal, 18,444 and 22,002; coke, 36 and 
744; forest products, 1,237 and 1,657; ore, 4 and 271; merchan- 
dise, L. C. L., 2,659 and 2,997; miscellaneous, 5,226 and 6,223; 
total, 1921, 28,012; 1920, 34,311; 1919, 36,862. 

Southern district: Grain and grain products, 3,855 and 
3,234; live stock, 1,990 and 2,055; coal, 22,638 and 23,800; coke, 
249 and 1,495; forest products, 13,920 and 18,603; ore, 165 and 


2,776; merchandise, L. C. L., 35,968 and 35,170; miscellaneous,’ 


30,768 and 41,263; total, 1921, 109,553; 1920, 128,396; 1919, 126,997. 

Northwestern district: Grain and grain products, 18,123 and 
11,612; live stock, 7,692 and 6,802; coal, 8,219 and 13,088;; coke, 
421 and 1,520; forest products, 11,279 and 17,828; ore, 20,757 
and 46,280; merchandise, L. C. L., 29,354 and 30,183; miscel- 
laneous, 35,577 and 40,783; total, 1921, 131,422; 1920, 168,096; 
1919, 123,939. 

Central Western district: Grain and grain products, 19,- 
724 and 12,279; live stock, 10,293 and 9,810; coal, 18,509 and 
20,958; coke, 163 and 416; forest products, 5,003 and 6,577; ore, 
644 and 4,709; merchandise, L. C. L., 30,631 and 31,405; 
miscellaneous, 41,180 and 45,112; total, 1921, 126,127; 1920, 131,- 
266; 1919, 131,320. 

Southwestern district: Grain and grain products, 6,117 and 
4,083; live stock, 3,123 and 2,350; coal, 4,824 and 6,135; coke, 
220 and 230; forest products, 6,376 and 8,207; ore, 663 and 653; 
merchandise, L. C. L., 15,825 and 17,183; miscellaneous, 27,109 
and 26,835; total, 1921, 63,757; 1920, 65,676; 1919, 61,279. 

Total, all roads: Grain and grain products, 59,875 and 41, 
638; live stock, 29,110 and 27,098; coal, 154,140 and 204,178; coke, 
4,436 and 16,188; forest products, 44,583 and 64,850; ore, 32,370 
and 78,840; merchandise L. C. L., 216,752 and 203,088; miscel- 
laneous, 275,170 and 332,223; total, 1921 816,436; 1920, 968,103; 
1919, 913,209. 


L. C. L. merchandise loading figures for 1921 and_ 1920 are not 
comparable as some roads are not able to separate their L. C. L. 
freight and miscellaneous of 1920. Add merchandise and miscellaneous 
figures to get a fair comparison. 


CAR SURPLUS AND SHORTAGE 
The Trafic World Washington Bureau 


The average daily number of surplus freight cars in the 
period August 15-23 was 270,024, as compared with 284,338 the 
preceding week, a drop of 14,314 cars. The average daily short- 
age was 1,376 cars, as compared with 2,125 in the preceding 
week. 

The surplus was made up of the following classes of equip- 
ment: Box, 75,277; ventilated box, 1,754; auto and furniture, 
2,337; flat, 12,731; gondola, 86,810; hopper, 50,171; coke, 11,502; 
S. D. stock, 10,138; D. D. stock, 576; refrigerator, 10,369; tank, 
645; miscellaneous, 7,714. 

The shortage was composed of the following classes of 
equipment: Box, 1,273; auto and furniture, 2; flat, 9; gondola, 
29; hopper, 36; S. D. stock, 11; refrigerator, 10; miscellaneous, 6. 


BAD ORDER FREIGHT CARS, ETC. 

The percentage of bad order freight cars August 15 was 
16.6 per cent as against 16.3 per cent August 1, according to 
compilations made by the car service division of the Americal 
Railway Association. 

The total number of cars on line August 15 was 2,300,929, 
of which 382,440 were bad order cars. 

The percentage of home cars on home roads was 71.6 on 
August 15. 

The semi-monthly bulletin of the car service division of 


the American Railway Association of percentages of freight ° 


cars on line to ownership as of August 15, Class 1 roads showed 
the following percentages for the various districts: Eastern, 
97.4 as against 104.1 a year ago; Allegheny, 98.5 as against 
101.9 a year ago; Pocahontas, 90.8 as against 72 a year ago, 
Southern, 95.3 as against 85.1 a year ago; Western, 100.8 as 
against 97.3 a year ago; all districts, 98.3 as against 97.3 a 
year ago; Canadian roads, 97.1 as against 95.1 a year ago. 
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Monthly Sailings to Principal Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 
Three week freight sailings 
Haitien, Dominican and Cuban Seuth Side Ports 


For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ 


New Orleans & 


South American S.S. Co. 
INCORPORATED 


| Roa oy -) 


REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 
MONTREAL 
BOSTON 

and 
UEENSTOWN ANTWERP 
PLYMOUTH HAMBURG 
LONDON MEDITERRANEAN 
LONDONDERRY 
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Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. 


PHILADELPHIA 


NEW YORK 
BALTIMORE PORTLAND, ME. 





BRISTOL 
GLASGOW 


DANZIG 


No Waiting No Writing 


**A child can find them’”’ 


FREIGHT RATES 


To and from points in the United States and Canada| 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues 


—OFFICES— 
CHICAGO, ILL., 412 Standard Trust Bldg. 
DETROIT, MICH., 506 Garrick Theater Bldg. 


NEW YORK, N. Y., 115 Broad St. 
PHILADELPHIA, PA., 308 Parkway Bldg. 
BOSTON, MASS., 732 Colonial Bldg. 


General Offices, BALTIMORE, MD. 


R. GOVIN, President, 90 West Street, New York. 

D. UPHAM, First Vice President, 90 West Street, New York. 
E. RBER, Second Vice-President, 90 West Street, New York. 
0. K. LOWELL, Third Vice President, in charge 

90 West Street, New York. 

B. HERSLOFF, Treasurer, 90 West Street, New York. 

W. S. WHITNEY, Secretary, 90 West Street, New York. 
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New York Offices, 90 West St., New York 
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J. COOKMAN BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
C. A. KELLEY, General Auditor, 90 West Street, New York. 
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EXTENDS FROM WAGNERS POINT TO CURTIS BAY 


dard of service in the handling of shipments to and from the industries located on its line. The territory covered by this 
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offers superior sites for the location of industries of every description. Firms, individuals and corporations’ contemplating the location of 


est. Street, New York City. Maps and full information concerning available property will be 
Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. 
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Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT -Established 1848 


TRANS-PACIFIC SERVICE 


*“*The Sunshine Belt to the Orient”’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 
Passenger and freight sailings by new and luxurious U. S. Ship- 
ping Board 21,100-ton displacement, 17!4-knot, steamers S. S. 
Empire State (Octoberlst); S. S. Hoosier State (October 
12th); S. S. Golden State (November 5th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by new and commodious 
U. S. Shipping Board 20,000-ton displacement steamers S. S. 
Creole State (September 14th); S. S. Wolverine State (Octo- 


ber 15th). 
PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Passengers and freight sailings every 10 days 
SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL CRUISE” 


From San Francisco, Los Angeles to Baltimore, calling at ports in 
Mexico, Guatemala, Salvador, Nicaragua, Jamaica and Cuba 


S. S. Venezuela sails from Baltimore September 14th 
S. S. Ecuador sails from San Francisco September 15th 


Class Al steel ste: rs (freight only) with additional calls at 
= — tan (Porto Rico), Sedicenetiin, vannah, Norfolk 
Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 
General Passenger and Ticket office: 621 Market St., San Francisco 


General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 


No Telephones No Tariffs 


WASHINGTON, D. C., 433 Munsey Bldg. 
SAN FRANCISCO, CAL., 461 Market St. 
LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 


A. FALL, Freight and Traffic Manager, 90 West Street, New York. 
Manager, 90 West Street, New 
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TO PROBE CONSOLIDATION REPORT 


The Trafic World Washington Bureau 


Officials of the Commission began an informal inquiry, 
August 30, as to the source of an article published in a New 
York financial journal of that date purporting to give a sum- 
mary of the Commission’s tentative plan for carrying out the 
provisions of the transportation act with regard to voluntary 
consolidations of railroads. 

The article stated that the plan had been made on the basis 
of a report made by Prof. W. Z. Ripley, of Harvard, who was 
employed by the Commission to draw up a tentative plan of 
consolidation. The Commission’s plan, according to the article, 
outlines 20 possible systems. 

At the office of the Commission it was said Prof. Ripley 
had made his report and that a tentative report had been pre- 
pared, but that the report was in the printing office and would 
not be made public by the Commission for probably a week 
or ten days. That was the most that could be obtained in re- 
gard to the matter and officials declined to vouch for the accu- 
racy or inaccuracy of the published article. 

It is understood that, in response to inquiries made by offi- 
cials of the Commission, those responsible for the publication 
of the article said the information was not obtained from any 
official or employee of the Commission in Washington. : 

The tentative consolidation plan report is regarded by the 
Commission as any other tentative report prepared by an ex- 
aminer, and held to be confidential until served on the parties 
involved and issued for publication in the press. 

After the consolidation report has been served on the car- 
riers, the Commission will hold public hearings thereon, but 
no hearings are.contemplated in the immediate future. When 
the Commission has finally adopted a plan for consolidation, 
it will come into operation only so far as carriers may desire 
to conform thereto. If two or more carriers shall desire to 
consolidate after the plan has been approved by the Commis- 
sion, such consolidations must be in accord with the adopted 
plan under the law, but there is no power in the Commission 
to compel observance of a plan as a whole by all carriers. 

The financial journal referred to summarizes the Commis- 
sion’s arrangement of systems as follows, where a railroad is 
mentioned lines controlled by it through lease or stock owner- 
ship being included, unless specifically excepted: 


No. 1. New York Central System: New York Central Lines, ex- 
cept Lake Erie & Western, Toledo & Ohio Central, Zanesville & 
Western, Kanawha & Michigan and Indiana Harbor Belt; Western 
Maryland, Fonda, Johnstown & Gloversville, Lake Erie & Pittsburgh, 
Pittsburgh Chartiers & Youghiogheny, Monongahela, Boston & Maine, 
Maine Central, Bangor & Aroostook. Note: Boston & Maine, Maine 
Central and Bangor & Aroostook may be included in System No. 7 
or in 7a. Professor Ripley rejects trunk line treatment of the New 
Ingland roads, but the commission presents it alternatively to bring 
out discussion. 

No. 2. Pennsylvania System: Pennsylvania, Panhandle, Toledo, 
Peoria & Western, Lorain, Ashland & Southern, Lake Erie & Pitts- 
burgh, Central Indiana, Pittsburgh, Chartiers & Youghiogheny, 
Monongahela. : , 

No. 3. Baltimore & Ohio System: Baltimore & Ohio, Reading, 
Central of New Jersey, Cincinnati, Indianapolis & Western, Chicago, 
Indianapolis & Louisville, New York, New Haven & Hartford, Cen- 
tral New England, Lehigh & New England, Lehigh & Hudson. Note: 
B. & O. Chicago Terminal is reserved for consideration in connection 
with terminal situations. 

No. 4. Erie System: Erie, Delaware & Hudson, Delaware, Lacka- 
wanna & Western, Ulster & Delaware, Bessemer & Lake Erie, Buf- 
falo & Susquehanna, Pittsburgh & Shawmut, Pittsburgh, Shawmut & 
Northern, Lorain, Ashland & Southern, Wabash Lines east of Missouri 
River. 

No. 5. Nickel Plate-Lehigh Valley System: Lehigh Valley, New 
York, Chicago & St. Louis, Toledo, St. Louis & Western, Detroit & 
Toledo Short Lines, Lake Erie & Western, Wheeling & Lake Erie, 
Pittsburgh & West Virginia, Bessemer & Lake Erie. 

No. 6. Pere Marquette System: Pere Marquette, Detroit & 
Mackinac, Ann Arbor, Detroit, Toledo & Ironton, Boyne City, Gay- 
lord & Alpena. 

No. 7. New England System: New Haven, Ontario & Western, 
Boston & Maine, Maine Central, Bangor & Aroostook, Lehigh & Hud- 
son River, Lehigh & New England. 

No. 7a. New England-Great Lakes System: Same as above. with 
addition of Delaware & Hudson, Lackawanna, Ulster & Delaware, 
Buffalo, Rochester & Pittsburgh, Pittsburgh & Shawmut, Pittsburgh, 
Shawmut & Northern. 

No. 8 Chesapeake & Ohio System. Chesapeake & Ohio, Hocking 
Valley, Virginian. 

No. 9. Norfolk & Western System: Norfolk & Western, Toledo 
& Ohio Central, Kanawaha & Michigan. 

No. 10. Southern System: Southern Railway and affiliated lines, 
New Orleans, Great Northern, Alabama & Vicksburg. ; 

No. 11. Atlantic Coast Line-Louisville & Nashville System: Those 
two roads and subsidiaries, Western Railway of Alabama, Richmond, 
Fredericksburg & Potomac, Norfolk Southern, Atlanta, Birmingham 
& Atlantic, Winston-Salem Southbound. Roanoke to Winston-Salem 
branch of the Norfolk & Western, Florida East Coast, Carolina, 
Clinchfield & Ohio, Georgia & Florida, Gulf, Mobile & Northern, 
Mississippi Central. 

No. 12. Illinois Central-Seaboard System: MIllinois Central, Sea- 
board Air Line, branch of Norfolk & Western from Lynchburg, Va., 
to Durham, N. C., Gulf & Ship Island, Tennessee Central, Carolina, 
Clinchfield & Ohio. 

No. 13. Union Pacific-North Western System: Union Pacific, 
Chicago & North Western, Lake Superior & Ishpeming, Wabash Lines 
west of Missouri River. 

No. 14. Burlington-Northern Pacific System: Chicago, Burling- 
ton & Quincy, Northern Pacific, Chicago Great Western, Minneapolis 
& St. Louis, Spokane, Portland & Seattle (Colorado & Southern may 
be included in system No. 16). 

No. 15. Milwaukee-Great Northern System: Chicago, Milwaukee 





THE TRAFFIC WORLD 


Vol. XXVIII, No. 10 





& St. Paul, Great Northern, Duluth & Iron Range, Duluth, Missabe 
& Northern, Green Bay & Western, Spokane, Portland & Seattle, 
Butte, Anaconda & Pacific. 

No. 16. Santa Fe System: Atchison, Colorado & Southern, Den- 
ver & Rio Grande, Western Pacific, Utah Railway, Northwestern Pa- 
cific, Nevada Northern. 

No. 17. Southern Pacific-Rock Island System: Southern Pacific, 
Nevada Northern, Chicago, Rock Island & Pacific, Arizona & New 
Mexico, El Paso & Southwestern, San Antonio & Aransas Pass, Trin- 
ity & Brazos Valley, Midland Valley, Vicksburg, Shreveport & Pacific, 
Chicago, Peoria & St. Louis. 

No. 18.. Frisco-Katy-Cotton Belt System: St. Louis-San Fran- 
cisco, St. Louis Southwestern, Louisiana Railway & Navigation Co., 
Chicago & Alton, Missouri, Kansas & Texas, Trimity & Brazos Valley, 
San Antonio, Uvalde & Gulf. (Note: M. K. & T. may be included 
in No. 17.) 

No. 19. Chicago-Missouri Pacific System: Chicago & Eastern IIlli- 
nois, Missouri Pacific, Kansas City Southern, Kansas City, Mexico & 
Orient, Kansas, Oklahoma & Gulf, Texas & Pacific, Ft. Smith & 
Western, Louisiana & Arkansas, Gulf Coast Lines, International & 
Great Northern. (Gulf Coast Lines indicates the New Orleans, Texas 
& Mexico and subsidiaries.) 

It will be noted that a number of railroads, particularly minor 
roads, are mentioned in more than one group, indicating that the 
Commission believes the assignment of such properties might be one 
way or another. 

Subsidiaries of Canadian roads, such as the Soo Line, are not 
assigned, the Commission remarking that they are portions of through 
transcontinental Canadian systems in active competition with sys- 
tems above set forth. Few Class II and Class III roads are dealt 
with here, but will be considered at the hearings. Water carriers 
controlled by railroads are considered as tentatively included with 
the controlling road. 


SUMMARY OF CAR CONDITIONS 


The Trafic World Washington Bureau 


M. J. Gormley, chairman of the car service division of the 
A. R. A., in his semi-monthly summary of general conditions as 
of August 26, said: 


Box Cars: Surplus cars continue to decrease during the first 
two weeks of August, principally due to the continuance of a 
record-breaking grain movement. Loading of grain has _ reduced, 
but is still on a heavy scale. Car supply now equals requirements 
at all points. It may be expected that September will witness a 
heavy run of Spring wheat to market. Other small grain will 
move in volume. Cars suitable for grain or that can be made fit 
with light repairs should be selected for loading into agricultural 
territory. Cars of. grain-loading roads should be returned promptly 
to owners and special attention given to observance of the junc- 
tion rule. . 

Automobile Cars: Little change in the demand. Cars of this 
type should be worked home or into automobile-producing terri- 
tory as requirements may necessitate. 

Ventilated Box Cars: Light demand at present. 
required by rules. 

Stock Cars: Loading of range cattle in West and Southwest 
increasing rapidly, with prospects for heavy demands soon. _ Re- 
turn cars to owners promptly and report any surplus available 
for general distribution. 

Refrigerator Cars: Loading is increasing in the Western and 
Northwestern states where the fall fruit and vegetable crops are 
now commencing to move. All railroads have tide instructions 
disposing of every serviceable refrigerator not required for local per- 
ishable loading, and cars should be moved accordingly with the least 
possible delay. Refrigerators under load should be released 
promptly and bad order cars repaired. d 

Open Top Cars: Bituminous coal production for week ending 
August 20th was_ 7,675,000 tons, practically the same as for the 
previous week. Indications point to an increased demand for 
coal for domestic consumption. Surplus open top cars as of August 
15 total 146,072 compared with 162,623 July 31st. 

Flat Cars: The number of flat cars reported as surplus as of 
August 15 was 13.030 compared with 13,382 July 31st. The sugar 
cane crop in the South which will commence to move in the early 
part of October will cause an increased demand for flat cars. Flat 
cars should be loaded to fullest possible extent to and in the direc- 


tion of owner. Surplus should be disposed of in accordance with 
Car Service Rules. 


CUMMINS INVESTIGATION RESUMPTION 


The Trafic World Washington Bureau 


When Congress reconvenes, September 21, a meeting of the 
Senate interstate commerce committee probably will be called 
shortly thereafter to take up the question of resuming the gen- 
eral inquiry into the railroad situation under the Cummins’ 
resolution. 

An impression is prevalent among those who have been fol- 
lowing the matter closely that there is a.disposition among some 
members of the Senate committee not to resume the hearings 
but to declare the investigation closed and to submit a report 
to the Senate as directed by the resolution. 

Aside from Senator Cummins, there were few members of 
the committee who attended the hearings every day. It was 
difficult for the chairman to get a quorum of the committee— 
which is seven members for hearing purposes—during the en- 
tire time the hearings were on. Most of the time there were 
three, four or five members present and, during the latter part 
of the hearings the chairman often held the fort by himself. It 
was about that time that the hearings were adjourned and this 
action was taken largely because most of the members of the 
committee indicated by their absence that. they were not vitally 
interested in the investigation. 

The feeling of some members of the committee that the in- 
vestigation might well be closed, however, will not be the con- 
trolling factor in determining whether the hearings will be re- 
sumed. The railroads put in a great deal of testimony relative 
to labor and the representatives of the railroad brotherhoods 
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Are You Using the Best 
Warehouse in Every City? 


Camphuis & Company, Inc. 
Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 
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must be handled at one time or another by public 
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selecting a Banking House to handle your funds. 


The AMERICAN CHAIN OF WAREHOUSES is 
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usefulness to shippers. 
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desire to submit rebuttal testimony. The committee could not 
very well, it is pointed out, refuse to hear the brotherhoods. 

It is not believed that the hearings will be resumed—if 
they are resumed—before the first part of October. The mem- 
bers of the committee will give their attention to the railroad 
funding bill immediately after the recess. Senate leaders pro- 
pose to push that measure. It is also said that conditions in the 
Senate may be such in October that resumption of the railroad 
investigation will be deferred until the regular session in De- 
cember. Members of the House and Senate no doubt will seek 
to bring about an adjournment of the extraordinary session sev- 
eral weeks, at least, before December 1. 

Closing of the hearings without giving the brotherhood repre- 
sentatives or others an opportunity to present their views on 
the railroad situation would result in Senator LaFollette and 
other members of the Senate charging that the committee had 
held a “lop-sided” investigation—as they charged in connection 
with the hearings on the Townsend bill. 


TRANSPORTATION OF EXPLOSIVES 


The Trafic World Washington Bureau 


The Commission has issued supplemental orders, effective 
September 15, in No. 3666, in which it prescribed rules and regu- 
lations for the transportation of explosives and dangerous arti- 
cles, amending paragraphs in the regulations covering freight 
and express, as follows: 


1558 (b) Packages of high explosives containing no liquid ex- 
plosive ingredient whose shipment in bulk is authorized by paragraph 
1556 must not exceed 140 pounds gross weight. (Freight.) 

That specification No. 32 of the regulations be, and it is hereby, 
amended by the addition thereto of the following: 


Class G 
Metal Mailing Cylinder (Express) 


62. Each container shall consist of a metal cylinder made of tin 
of not less than 30 gauge U. S. Standard (107 lb. tin), with bottom 
and all other seams securely soldered. ‘ 
3. The cylinder and cover must be completely lined with hard 
fiber board ¥% in. in thickness, as specified in paragraph 54 herein. 

64. The cover must consist of a metal screw cap of the same 
thickness of metal as the cylinder body and with not less than three 
(3) threads. 

65. The total maximum quantity of film that may be carried in 
one container must not exceed six (6) rolls of approximately fifty (50) 
feet each, or a total of 300 feet. 

66. Each cylinder must be plainly marked on the bottom thereof 
with a symbol consisting of a rectangle and the following marking: 


I. C. C.—32 G. 


The letters and figures in this symbol must be at least % inch 
high. The symbol shall be understood to certify that the package com- 
plies with all the requirements of this specification. 


Cases Now in Service 


*67. Cases now in service which were manufactured and pur- 
chased prior to the effective date of this specification and which com- 
ply with and are marked to show compliance with Shipping Container 
Specification No. 32, effective September 30, 1918, or with this specifi- 
cation, may be used provided they are in proper shipping condition and 
afford as secure a container as similar type packages constructed 
under this specification. 





*Reissue of par. 62, effective September 1, 1921. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


Production of soft coal in the week ended August 20 is esti- 
mated at 7,704,000 net tons, a decrease of 52,000 tons when com- 
pared with the preceding week in the weekly report of the Geo- 
logical Survey under date of August 27. The Survey said the 
output was “still a good half million tons greater than the low 
point reached in the first week of August.” 

“The all-rail movement to New England recovered percep- 
tibly during the week ended August 20,” the report stated. ‘“Re- 
ports show that 2,460 cars of anthracite and 2,982 cars of bitumi- 
nous coal were forwarded through the Hudson gateways, against 
2,313 and 2,560 cars, respectively, in the week of August 16. 

“For the seventh consecutive week shipments of soft coal 
from Lake Erie ports declined: Reports from the Ore and Coal 
Exchange show that the total dumped in the week ended August 
21 was 649,224 net tons, a decrease, when compared with the 
week preceding of 12,917 tons. Of the total dumped, 625,809 tons 
were cargo coal and 23,415 tons, vessel fuel. 

“Owing to the heavy movement in the early months of the 
present season, cumulative dumpings—15,438,046 tons—exceed 
those of the three years preceding.” 

The survey said while the movement of coal up the lakes 
and on to the docks had been heavy, the movement inland had 
been light. Previous reports of the survey showed that up to 
July 31 the receipts of hard and soft coal during the present 
season at Duluth-Superior harbor were substantially in excess 
of any of the three years preceding. Inland shipments this year 
from the Duluth-Superior harbor, however, totaled only 60,736 
cars up to July 31, as against 132,084 cars in 1920 and 103,669 
cars in 1919, the latter having been a dull year. AS a conse- 
quence, the survey said, coal has been accumulating on the docks 
in greater volume than normal, a fact which has been reflected 
in a decline in movements from Erie ports to*upper lake ports 
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which set in early in July. There was a marked increase jp 
the July movement inland, the total having been 13,448 cars ag 
compared with 9,557 cars in June, and 7,883 in May. The July 
movement, however, was below normal. 

A total of 58,674 net tons were dumped for export at Ham 
ton Roads in the week ended August 20, as against 33,008 tons 
the week before. Present exports, however, the survey said, are 
less than a sixth of the June maximum. 


RATES ON SAND FROM MICHIGAN CITY 


The complaint of the Ohlemacher Brick Company, of 
Michigan City, Ind., which resulted in the suspension of supple. 
ments 2 and 4 of Michigan Central tariff I. C. C. No. 5377, made 
no allegations as to unreasonableness or discrimination. Ac. 
cording to A. O. Ohlemacher, secretary of that company, who 
appeared at the hearing in I. and S. 1371, in which the suspended 
supplements were involved, before Examiner H. C. Wilson, in 
Chicago, September 1, the rate on sand from Michigan City, 
Ind., to destinations in the Johnstown-Connellsville district, con. 
tained in these supplements, were made in an entirely proper 
manner. He said that he requested the retention of the old 
rates of $3.60 to Johnstown and $3.40 to the other points so that 
it might be possible for his company to try to get business in 
that territory in the future, a thing which he claimed would 
be impossible under the suspended rates of $4.34 and $4.06. 

On cross-examination, he admitted that his company had not 
yet succeeded in selling a single car-load of sand in the terri- 
tory in question, although the lower rates had been in effect 
since May 15, 1921. H. A. Hunt, chief of the traffic bureau of the 
Michigan Central, explained that the lower rates had gone into 
effect on that date due to an error made by a tariff clerk when 
preparing a re-issue of the advanced rates under Ex Parte 74, 
These rates, he said, were in fact illegal, because the 40 per cent 
increase had not been applied properly, it being added simply 
to the Pittsburgh rate and a 60 cent arbitrary added for the 
additional hauls to the various points in the Johnstown-Con- 
nellsville district. An attempt at correction was made, he said, 
as soon as the attention of the road was called to the error, 
with the result that the corrected schedule was suspended. 

“Under the rates as suspended,” he said, “the spread in the 
rate from Chicago and Peoria and that from Michigan City would 
be 38 cents, while under the present rates it is 84 cents, far 
too high for a difference of 59 miles in haul. We should not be 
required to keep in effect rates which were made in error, and 
which, even though they are low beyond reason, have, never- 
the less, failed to move a single car of sand.” Rate compari- 
sons were introduced to show that the suspended rates were 
low in comparison to rates from the Ottawa sand producing 
district of Illinois for similar distances, which, the witness said, 
had been designated by the Commission as reasonable in 
docket No. 10927. 


I. & G. N. LOAN. 


James A. Baker, receiver of the International & Great 
Northern Railway Company, has been authorized by the Com- 
mission to deliver 24 notes, each in face amount of $8,601.93, 
to the Baldwin Locomotive Works in part payment for eight 
locomotives, and to pledge receiver’s certificates aggregating 
$194,300 with the Secretary of the Treasury for a loan of like 
amount to be applied on the purchase price of the locomotives. 


LEASE OF R., H. & L. RAILROAD 


Acquisition by Henry S. Hastings, receiver of the Pitts 
burg, Shawmut & Narthern Railroad Co., of control of the Roch- 
ester, Hornellsville & Lackawanna Railroad, by lease, has beet 
authorized by the Commission. The Rochester line extends from 
a connection with the Pittsburg line at Moraine, N. Y., to Hor- 
nell, N. Y., a distanée of 10.38 miles. It has been operated for 
years by the Pittsburg and the authorization of the Commission 
will permit the execution of a new lease. 


LOAN TO MAINE CENTRAL 


The Commission has approved a loan of $400,000 to the 
Maine Central to aid the company in providing itself with 
equipment and other additions and betterment. The money will 
be used in connection with the purchase of 8 locomotives an 
miscellaneous equipment and the rebuilding of 110 rack cars 
and additions and betterments. 


D., L. & W. LEASE OF SUSSEX RAILROAD 


The Delaware, Lackawanna & Western has applied to the 
Commission for authority to lease the property of the — 
Railroad Co. of New Jersey. The D., L. & W. has sole on 
of the Sussex property by virtue of the ownership and contro 
of 30,875 shares of the total outstdnding issue of 32,772 shares 
of the carrier. Execution of the lease will effect a saving © 
operating expense, the applicant said, because under the preset 
form of control and operation separate accounting in making 
reports to national and state regulatory bodies has been neces 
sary. 
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GENERAL FREIGHT SERVICE ASSOCIATION 


(INCORPORATED) 


TRANSPORTATION AND TRAFFIC SPECIALISTS 


Suite—822 Victoria Building—Eighth and Locust Sts., St. Louis, Mo. 
I. L. BURLINGAME, President W. E. McGARRY, Vice-Pres. & Gen’! Mer. 










A. E. HAID, Counsel 











Formerly General Manager : Formerly Asst. General Manager Terminal Formerly Assistant General 
Terminal R. R. Association Railroad Association of St. Louis and ' Attorney— St. Louis and 
of St. Louis Chairman St. Louis District Car Service San Francisco R. R. Co. 
Division, American Railway Association 
J. C. RYAN, Traffic Manager J. F. ROACH, Manager Demurrage Dept. 
Formerly General Freight Agent Formerly Manager of the Railroads’ 
Illinois Terminal Railroad Co. Central Demurrage & Storage Bureau 










: This corporation, with general offices in St. Louis, Mo., is organized to furnish expert service to shippers 
in their business relations with railroads. 


Every problem confronting shippers in Transportation, Traffic, Engineering, Car Service, Rates, Demurrage 
and Legal matters when submitted to us is handled to conclusion and to the satisfaction of the client. 


THE ABOVE STAFF REPRESENTS 150 YEARS OF COMBINED EXPERIENCE IN THE VARIOUS 


BRANCHES OF RAILROAD SERVICE WHICH IS NOW AVAILABLE TO THE SHIPPING PUBLIC IN ANY 
PART OF THE UNITED STATES. 


We furnish rates; routes; audit freight and demurrage accounts; file and collect claims for overcharges, 
loss or damage; handle cases of improper rate or classification items for adjustment; prepare and handle cases 
to conclusion before the Interstate Commerce Commission, State Public Service Commissions, or in any Court; 
trace lost or delayed shipments; furnish consultation service on engineering matters involving plant locations, 


proper track layout for economical operation; furnish analytical studies and reports on any matter in connection 
with your transportation problems. 


We furnish complete service for shippers whose business will not warrant expense of high-class traffic 
department. 












































We furnish valuable consultation service to shippers having traffic departments. 


WE CAN ORGANIZE A TRAFFIC DEPARTMENT FOR ANY BUSINESS OR COMMERCIAL BODY 


AND PUT IT IN CHARGE OF A HIGH-CLASS MANAGER ON SHORT NOTICE AND GUARANTEE FULL 
SUPPORT TO IT FROM OUR GENERAL OFFICE. 


We solicit your inquiries and will be glad to furnish list of satisfied clients on request. 
Reference: Union Station Trust Co., St. Louis, Mo. 


PAGE & JONES 


Ship Brokers and _ » 
Steamship Agents 


Mobile, Alabama, U. S. A. 





Regular monthly service, Mobile, Pensacola 
or Gulfport to Antwerp, Ghent, Rotterdam, 
Amsterdam and French Atlantic ports. 


Mobile/West African ports, via Azores, 
Madeira Islands and Canary Islands. 


Regular service, Mobile to all United States 
Pacific Coast ports. 















St. Louis Office: Birmingham Office: 
1217 Pierce Building 424-425 Chamber of Commerce Bldg. 
IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 
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< s 
' Questions and Answers 


In this department will be answered questions of both legal and 
| practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, : 
Traffic Service Corporation, Colorado Building, Washington, D. C. ' 


a 








” 
Penalty on Shipments Packed in Fiberboard Container 


IIlinois.—Question: We beg enlightenment on rule 41, sec- 
tion 1-B, Consolidated Classification No. 2. This rule names a 
20 per cent penalty on shipments packed in fiberboard contain- 
ers that do not conform to the specifications as per rule 41. 

If we ship a carload, part of which was packed in containers 
in full conformity to rule 41 and part of which was packed in 
containers not fully in conformity to rule 41, would a penalty 
of 20 per cent additional in the freight rate apply to the entire 
carload or only to that part of the car which was packed in 
containers not in conformity with rule 41? 

Answer: In our opinion, the 20 per cent penalty should be 
charged only on that part of the shipment which is packed in 
containers which do not conform with rule 41. In so far as the 
regular freight charges are concerned, the shipment is to be 
considered as a straight carload and subject to the carload rate 
on the article being shipped. It cannot be considered as a 
mixed carload of different articles on which the carload rate 
applicable to the highest classed or rated article is to be ap- 
plied, in accordance with rule 10 of the classification, for the 
reason that there is only one article being shipped and it is 
packed in only one kind of a container, i. e., fiberboard boxes. 

The 20 per cent penalty provided for in rule 41 is to cover 
the carrier’s additional risk of transporting goods packed in 
containers which do not comply with the rule, and the extra 


charge, in our opinion, should therefore be made on such pack- 
ages only. : 


Measure of Damages for Partial Damage to Shipment Moving 
Under Released Rate 


New York.—Question: One rug weighing 40 pounds was 
shipped from the west to an eastern point. The rug was re- 
leased to valuation $125 per 100 pounds. The actual weight of 
the rug was 40 pounds, but the owner was assessed freight on 
basis of minimum weight 100 pounds. The rug was damaged 
in transit. 

The railroad responsible now proposes to pay $50, covering 
the full value of the rug and retain same on the basis that the 
released value of $125 per 100 pounds is equal to $1.25 per pound 
weight of the rug. This, notwithstanding the shipper was as- 
sessed freight on basis of 100 pounds. The invoice value of 
the rug is $110. Is the owner entitled to collect full value? 


Answer: We assume that this shipment moved under the 
ratings provided for in the Western Classification. If so, it will 
be noted, by referring to the classification, that rugs, L. C. L, 
released to a valuation of $125 per 100 pounds, are rated 1% 
times first class, and that the minimum charge for a single 
L. C. L. shipment, classified higher than first class, is the charge 
for 100 pounds, at the first class rate. As the shipment in ques- 
tion weighed only 40 pounds, charges should be assessed on 
basis of the minimum charge, i. e., the charge for 100 pounds, at 
the first class rate. The Western Classification rating on rugs, 
L. C. L., released to valuation of $275 per 100 pounds, is 2% 
times first class, and the charges on a rug weighing 40 pounds, 
released to this valuation (the invoice value of rug in question), 
would be the same as the minimum charge referred to above. 
On this particular shipment there would have been no difference 
in the freight charges if the shipment had been released to the 
invoice value instead of to a value considerably less than the 
invoice value. 

However, as the shinment was released to a valuation of 
$125 per 100 pounds or $50 for 40 pounds, the carrier’s liability 
is limited to an amount not exceeding $50, even though charges 
were collected on basis of 100 pounds. The assessment of 
charges on basis of 100 pounds was brought about through the 
application of the minimum charge rule and has no bearing on 
the released valuation of shipment. 

If the rug was damaged in such a manner as to render it 
worthless you are entitled to recover the full amount of $50. 
However, in accordance with the decision of the United States 
Supreme Court in the case of Western Transit Co. vs. Leslie, 
242 U. S. 448, decided January 8, 1917, if it was only partially 
damaged, you are entitled to possession of the rug and dam- 
ages based on the percentage proportion of $50 which the dam- 
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age to the rug bears to the actual value of the rug (undamages) 
at destination. For example, if the actual value of the rug g 
destination was $120, and it was damaged to the extent of $60 
you are entitled to possession of the rug and damages amoypyy, 
ing to $25. 

Liability of Telegraph Companies 

Illinois —Question: We have noted with particular interest 
your reply to “Minnesota,” published on page 240 of the July 3 
issue of The Traffic World, with respect to the liability of tele. 
graph companies for delay in the transmission of messages, We 
are greatly interested in this feature, as we have suffered to 
the extent of several thousand dollars, due to delay in transmit. 
ting and delivering several of our messages. . 

It is true that, in the case you cite, recommendation was 
made that they be held liable for an amount of $500 on unre 
peated messages and $5,000 on messages sent at the repeated 
rate, but the question has arisen in our minds, “just what does 
this amount to? Is it your opinion that the Commission yjjj 
compel the telegraph companies to assume liability to this 
extent? 

Common carriers do not assess a higher rate on shipments 
on which they expect to assume liability, and it is the writers 
opinion that the telegraph companies have been getting away 
with something, so to speak. 

Answer: The Interstate Commerce Commission, in the cage 
of J. L. Cultra and Myrtle Cultra et al. vs. Western Union Tele. 
graph Company, 61 I. C. C. 541, on May 3, 1921, ordered the 
telegraph companies doing an interstate business to cease and 
desist, on or before July 13, 1921, and thereafter to abstain 
from maintaining or applying the present rules and provisions 
limiting the respondents’ liability for errors or delays in the 
transmission or delivery, or for non-delivery, of interstate mes- 
sages by telegraph. 

It further ordered “that said respondents be, and they are 
hereby, notified and required to establish, on or before July 13, 
1921, and thereafter to maintain and apply rules and provisions 
which shall limit said respondents’ liability for errors or delays 
in the transmission or delivery, or for non-delivery, of interstate 
messages by telegraph to an amount not less than $500 for each 
such message received for transmission at the unrepeated-mes 
sage rate, or less than $5,000 for each such message received for 
transmission at the repeated-message rate, or less_ than the 
amount at which any such message received for transmission 
at the repeated-message rate shall be valued in writing by the 
sender thereof, when tendered for transmission and upon pay- 
ment thereof to the respondent concerned of an additional charge 
equal to one-tenth of 1 per cent of the amount by which such 
valuation shall exceed $5,000.” 

Up to the present time but two companies have complied 
with the Commission’s order by filing with it rules and pr 
visions limiting their liability. The Postal Telegraph Company 
in filing its schedules did so under protest, saying that the order 
of the Commission is contrary to the law and the facts of the 
case and that the Commission is without authority to make such 
an order. That it has departed from the field of regulation 
delegated by Congress and has entered the field of corporate 
control, dictating the contracts which telegraph companies must 
make and imposing liabilities not arrived at through judicial pro 
ceedings. That they are deprived of equal protection of the 
law or that the order amounts to taking of property without due 
process of law. 

We are of the opinion that the Commission has the author 
ity to order the establishment of different rates for the trals 
mission of telegraphic communications based upon the amoull 
of liability assumed and it may have its order enforced through 
the machinery of the federal courts. 


Liability of Carriers for Loss Due to Flood 

Missouri.—Question: On May 27 we consigned a shipmetl! 
of various hardware items to “A” Company, Leadville, Colo. This 
shipment, upon arrival at destination, was damaged to the & 
tent that consignee could not use any part of the shipmen, 
The damage was caused by the Pueblo flood. It is our — 
that if necessary precaution had been taken and if dam — 
been kept in first-class condition, a total loss of property Wo 
not have occurred. 

We would appreciate your opinion as to whether or not we 
are legally entitled to any part of the damage that occurred 0 
shipments damaged as a result of this flood. i 

Answer: It is very generally held that, where a flood @ 
of such extraordinary character that it could not have been a 
seen or provided against, it is an act of God, and the ste 
is not responsible for the loss of goods in his possession, _ 
ing therefrom. See Wald vs. Pittsburgh, etc., R. R., 162 ye 
44 N. E. 888; Long vs. Penna. R. R., 147 Pa. 348, 23 Atl. S 
Empire State Cattle Co. vs. Atchison, etc., R. R., 135 Fed. or 
Merritt Creamery Co. vs. Atchison, etc., R. R., 139 Mo. a 
149, 122 S. W. 322; Wertheimer Swartz Co. vs. Mo. Pac. ee 
147 Mo. A. 489, 126 S. W. 793; Lamar Mfg. Co. VS. St. ee 
etc., R. Co., 181 Mo. A. 115, 110, S. W. 601; Grier vs. St. Lo 
M. B. & T. R. Co., 108 Mo. A. 565, 84 S. W. 158. ; the 

Thus destruction of goods in the carriers’ possession by 
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Concentrate Your Flour for eet 


Millers seeking an outlet for surplus flour will find it to their advantage to 
concentrate their export Shipments at the port of Galveston. The cost is slight 
and is more than offset by the advantage of having the flour available for immedi- 
ate delivery when the market is right. 


The port has ample storage space to handle any size shipments which might 
be routed this way. A thoroughly modern, concrete warehouse at shipside is avail- 
able for immediate use on which the minimum insurance rate applies. 


The rail service from your mill to Galveston can not be excelled by the service 
to any other port. The rates are, in most instances, the same or lower than the 
Tates applying to any other port, providing your mill-is located in the territory shown 
in the accompanying map. 


For further particulars as to storages, rail rates or other data, write or wire— 


TRAFFIC DEPARTMENT, 


GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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catastrophe known as, the “Johnstown Flood” was held not to 
render the carriers liable. Wald vs. Pittsburgh, etc., R. Co., 162 
Ill., 545, 44 N. E. 888, 53 Am. SR 332, 35 LRA 356; Long vs. 
Pennsylvania R. Co., 147 Pa. 343, 23 A. 459, 30 Am. SR 732, 
14 LRA 741. It is true that the intermediate cause of the catas- 
trophe was the breaking of a dam, which let loose a great vol- 
ume of water, sweeping away the railway trains on tracks in 
the valley below the dam, but the cause of the breaking of the 
dam was a flood in the stream above, and this brought the case 
within the exception. It is said that accidents arising from 
the breaking of dams on canals by reason of a flood are of such 
exceptional nature as to be denominated an act of God. Mor- 
rison vs. McFadden, 10 PaLFR 462. 


If, however, the damage caused by the flood might have been 
avoided or prevented by human prudence, foresight, pains, and 
care reasonably to be expected by it, the defendant is responsi- 
ble. Porter, Scrim Mfg. Co. vs. Central Vermont Ry. Co., 102 
Atl. 44; International Paper Co. vs. N. Y. C. R. R., 166 N. Y. S. 
751; Smith vs. Western Ry. Ala., 8 Sou. 754. 


Liability of Carrier for Damage to Shipment of Eggs 


Illinois —Question: A loaded a car at Indianapolis contain- 
ing 400 cases eggs and 24 tubs of butter and shipped same to 
New York. This car was unloaded and put into a warehouse, 
where, upon opening the cases, sixty cases of eggs contained 
some slight breakage for which special agent of the Trunk Line 
Freight Inspection Bureau of New York has refused to allow 
the carriers to pay, using for his authority ruling carried in the 
Consolidated Classification. Now I would like to have you ad- 
vise me whether or not you know if there was ever a similar 
case tried out in court and, if so, in whose favor was the judg- 
ment rendered? 

Answer: Official Classification No. 2 provides: “In con- 
nection with shipments of eggs, except storage packed eggs, 
storage packed dirties, and rehandled and repacked eggs, if not 
more than five per cent of the eggs are damaged, no claim will 
be allowed.” Such a provision was held not to be unreasonable 
or unlawful by the Interstate Commerce Commission in National 
Poultry, Butter & Egg Association vs. N. Y. C. R. R., 52 I. C. C. 
47. 

We are unaware of any decision of the courts: construing 
such a provision, but we are of the opinion that, notwithstand- 
ing the Commission’s ruling, if the shipper can show delivery 
of the shipment to the carrier in good order, and a delivery 
by the carrier in bad order, he can recover for the full actual 
damage sustained, there being no consideration on the part of 
carrier in the way of a reduced rate for this release of liability 
on the part of the shipper, although, as we stated in The Traffic 
World of March 26, 1921, in our answer to Pennsylvania on 
page 676 of that issue, the rule no doubt is effective in pre- 
venting disputes over small amounts. 

Undercharge—Liability of Consignee for 

Ohio.—Question: During October, 1920, we received carload 
scrap paper from Tampa, Fla., billed freight collect. This ship- 
ment was bought on delivered basis, freight deducted from 
invoice. 

We have just received bil] from~-earrien for additional freight 
account undercharge. Will you kindly advise if we are legally 
liable for payment of this ufidércharge, inasmuch as material 
was bought freight allowed and further we are unable to get 
response from shipper. Please state by what authority carrier 
can force us to pay this undercharge. 

Answer: The Interstate Commerce Commission, in Confer- 
ence Ruling 314, said that it is not for it to determine which 
party, consignor or consignee, is legally liable for an under- 
charge, that being a question determinable only by a court hav- 
ing jurisdiction and upon the facts of each case. In Penn. R. R. 
vs. Qitus, 216 N. Y. 17, 109 N. E. 857, it was held that in accept- 
ing and receiving the goods, the consignee made himself a party 
to the contract between the consignor and the plaintiff or en- 
tered into an original contract to pay, which took the place of 
the right of the plaintiff to retain the property until the charges 
were paid. It was also held that the payment of a part of the 
correct amound did not fulfill or release performance by the 
defendant of his contract. In P. C. C. & St. L. vs. Fink, 250 
U. S. 577, the Supreme Court held substantially the same under 
somewhat similar circumstances as the New York Court held 
in the Titus case. 


Reconsignment Rules Covering L. C. L. Shipments 


Arkansas.—Question: The matter of reconsigning an L. C. 
L. shipment has been brought to my attention. While it is my 
understanding that an L. C. L. shipment can be reconsigned 
in transit or on arrival at destination, I cannot recall any in- 
structions or ruling on such shipments. 

Will you kindly give me your understanding of the recon- 
signment of an L. C. L. shipment giving your authority for such? 

Answer: Reconsignments or diversions of less-than-carload 
freight are not generally permitted by carriers of the country, 
and there is wide variance in the rules of the carriers which do. 
With a view to securing a uniform rule the carriers throughout 
the country joined in filing a Fifteenth Section Application No. 
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5307 during the period of federal control in which they askeq 
approval of the rules: submitted by them. The Commission jp 
Docket No. 10173, Reconsignment and Diversion Rules, 58 I, ¢. 
C. 568, decided August 5, 1920, approved the following rule as 
a substitute for the rule proposed by the carriers: “Freight 
shipped at less-than-carload or any-quantity ratings when for. 
warded in one car, from one station, on one day, by one shipper, 
on one bill of lading, for delivery to one consignee at one des. 
tination, will be diverted or reconsigned subject to the same 
rules and reconsigning charges applicable to carload freight 
provided the revenue paid thereon is not less than charged for 
i i m quantities; on butter, eggs, cheese, 
e, - a other perishable commodities 
for the movement in lessthan-carload quantities refrigerator 
or ventilator cars will be furnished under the tariffs and for the 
movement of which a refrigerator or ventilator car is actually 
used, 15,000 pounds; on all other freight in ordinary equipment, 
24,000 pounds.” 
This rule, together with certain other rules approved by 
the y,Commission at the same time were published by the car. 
riet's to become effective on or about December 1, 1920. Protests 
were filed with the Commission by various shippers against 
the new rules as a whole and they were suspended under I. & 
S. Dockets Nos. 1250 and 1276. The Commission, however, in 
its report, 61 I. C. C. 385, found that the proposed rule covering 
reconsignments of less-than-carload shipments, published in the 
suspended schedules had been justified and authorized the pub- 
lication of the new rules, which met with its approval, at a date 
not earlier than April 1, 1922. As a result, the uniform rule 
will not become effective for general application before that 
date. 

We have examined the current tariffs of several of the 
Arkansas carriers and find that the Chicago, Rock Island & 
Pacific and the Missouri Pacific carry a rule reading substan- 
tially as follows: “Reconsignment or change of destination of 
less-than-earload shipments will be allowed (after arrival of 
shipment at first destination) on basis of through rate from 
originating or intermediate basing point to destination or inter- 
mediate basing point without extra charge, when orders are 
received prior to arrival of shipment at destination, provided 
reconsignment causes no back or out-of-line haul. If recon- 
signing orders are received after arrival of shipment at destina- 
tion, or reconsignment causes a back or out-of-line haul, the 
sum of the rates to and from the reconsigning point will be 
charged.” 

The Missouri Pacific also applies the rule approved by the 
Commission on Arkansas, Louisiana and Oklahoma state traffic 
at the present time. The St. Louis-San Francisco rule has pro- 
visions similar to those published by the Chicago, Rock Island 
and Pacific and the Missouri Pacific in addition to other pro- 
visions. The St. Louis Southwestern has no rule at the present 
time covering L. C. L. shipments. 


State vs. Interstate Shipment 

Texas.—Question: On October 14, 1920, we shipped from 
Excelsior, Texas, on the “B” Railroad, consigned to ourselves 
at Laredo, Texas, car of yellow pine piling. This was shipped 
on a straight bill of lading and upon arival at destination freight 
charges were collected at 36 cents per cwt., while the intrastate 
rate between Texas points, for this distance, on piling, figured 
on mileage basis, is 281% cents. We made claim against the 
Railroad Company for overcharge and it was refunded. Some: 
time after the refund was made, the railroad company came t0 
us with a claim that this carload of material was exported to 
Mexico and therefore they were entitled, and under the law 
compelled, to collect the interstate rate, which would be the 
same as applied on lumber, 3614 cents per cwt. 

This shipment was not billed by us for export and if it was 
exported, we have nothing whatever to do with it, as our re 
sponsibility ceased when the shipment arrived, freight charges 
were paid and delivery made at Laredo, Texas. We understand 
that under the “Darnell-Taenzer” case it is improper for the 
railroad company to come back at this time, or at any other 
time, and make additional charges. Will you kindly advise? 

Answer: We would understand from the above that deliv: 
ery was taken at Laredo under a contract of sale, and the goods 
reforwarded by the party to whom they were sold by you. If 
this is so, and there are no circumstances from which it might 
properly be concluded that a through movement to an inter 
state destination was intended at the time the car left origi, 
so as to bring the shipment within the purview of the case of 
the T. N. O. A. R. vs. Sabine Tram Co., 227 U. S. 111, we ar 
of the opinion that the decision of the Supreme Court of the 
United States in the case of the Gulf, Colorado & Santa Fe 
R. Co. vs. Texas, 204 U. S. 403, is in point, and that therefore 
the intrastate rate is properly applicable for the haul to Laredo. 


Liability of Party for Goods Delivered Through Mistake by 
Carrier 


Ohio.—Question: Kindly advise us if by receiving an perf 
state shipment from carriers in error, we are obligated to ae 
burse them for loss so occasioned, the mistake not called to 
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rotests Red Ball Freight Service 


jer I. & ‘‘Car arrived 24 hours before bill of lading.” 


ever, in Think of it! From the time of loading at Kansas City until “Red Ball” is a highly specialized feature of Frisco freight 
covering the car was received for unloading at Memphis—484 miles away— service, insuring prompt and expeditious movement of various 
1 in the only 48 hours elapsed. classes of merchandise both in carload and less-than-carload lots. 
the pub- The Frisco is also the short line from Saint Louis to For detailed information, and list of the commodities regularly 
t a date Texas. Fast service is given through all gateways if you ship moved under “‘Red Ball” orders, and how to obtain this expedited 
rm rule via Frisco Lines ‘‘Red Ball’’ freight. service for your shipments, write, 
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attention until ten months afterwards. Carrier claim collectable 
as an account within six years in the state of Ohio. 

Answer: As a general rule of law it is implied that, where 
one party receives benefits from the other under such circum- 
stances that the law presumes a promise on. the part of the 
person benefited to pay reasonable price for the same. Re- 
covery of that amount may be had. Jones vs. Tucker et al., 84 
Atl. 1012. Under the laws of Ohio, an action upon a contract 
not in writing, either express or implied, may be brought within 
six years after the cause of action accrues. Hubbells Legal 
Directory, page 637. We are therefore of the opinion that the 


carrier can recover from you the reasonable value of the mis- 
delivered goods. ge 


Passage of Title as Affected by Term “F.0.B,” in Contract 
of Sale 

Canada.—Question: Will you kindly refer to page 328 of 
The Traffic World of August 13, your answer to “Oregon” re- 
term of F.O.B. 

From the answer you have given we gather that you inter- 
pret the terms “F.O.B. Los Angeles, freight deducted from in- 
voice” to be prima facie evidence that the title was not to pass 
from the seller to the buyer until delivery of the goods at desti- 
nation. 

We have a somewhat similar point that we wish to raise— 
what do the terms “F.O.B. Mill, freight prepaid” mean? We 
have always understood that this meant literally that the goods 
were sold “F.O.B. Mill,” that is that after clear receipt was 
given by the railway company handling and received by the 
seller, the title then was in the buyer and that any claim for 
damage was up to him. The further terms “Freight prepaid” 
simply meant that the seller agreed to pay charges to destina- 
tion, but that it had no bearing on the “F.O.B.” terms—note 
that there is a comma between the two, and a comma means a 
whole lot sometimes. 

It is, of course, legally agreed that a man may sell goods 
under nearly any terms, if they are explicit, within reason. Why 
then is it not possible for one to sell “F.O.B. Mill” (meaning 
thereby that the title goes to the buyer upon the seller receiv- 
ing clear receipt) with the further stipulation then that he 
agrees to prepay freight charges to destination and have these 
two, by the use of the forementioned “comma” entirely sepa- 
rate, as they are meant to be. If you do not agree, will you 
give what in your opinion really will be the correct terms under 
such conditions. 

Answer: Inasmuch as the use of the words “Freight pre- 
paid” following the term “F.O.B. Mill,” do not, in the absence 
of a recognized trade usage, definitely signify who is to pay the 
freight in the final settlement, a better term to use would be 
“F.0.B. Mill, Freight Allowed.” 


Reconsignment after Placement 


Florida.—Question: On December 17th, 1918, a carload ship- 
ment of lumber was made from Palatka, Florida, to Detroit, 
Mich. After arrival at Detroit ‘shippers were notified car was 
undelivered. It was then found that an error in destination 
was made and that the destination should have been North 
Flint, Mich., and carrier was notified to so forward. The rate 
to Detroit, plus demurrage, reconsigning and the local rate 
from reconsigning point was assessed. Claim was filed on basis 
of through rate from Palatka, Fla., to North Flint, Mich., plus 
demurrage and reconsigning charge, but declined by carriers, 
who state that an actual placement was made at Detroit (which 
was general delivery track) and that Rule 12 is applicable. It 
must be borne in mind that consignee was not located in De- 
troit, nor was an order for placement given at Detroit or shown 
in the bill of lading. In The Traffic World of April 30, 1921, 
page 936, under heading: “Reconsignment in Transit,’ you deal 
with a shipment on which the routing was changed, but I do 
not believe that this would fit this occasion. Are there any In- 
terstate Commerce Commission cases covering? : 

Answer: If the car in question was actually placed at the 
original billed destination, the carriers are properly assessing 
the combination of locals on that point, plus a reconsigning 
charge. This matter was considered by the Interstate Com- 
merce Commission in the case of Boston Chamber of Commerce 
vs. Director General, 59 I. C. C. 73, and in that case the Com- 
mission states that, in the absence of instructions to contrary, 
it is within the rights of the carrier to place a car for unload- 
ing as promptly as possible upon arrival at billed destination. 
Therefore, if in the instant case the car was placed on the team 
track at Detroit, the combination of locals, plus the reconsign- 
ing charge must be paid. See Silica Sand Producers Traffic 
Association of Illinois vs. C. B. & Q. et al., 62 I. C. C. 217. 


‘Shipper’s Ratification of Carrier’s Routing 


Pennsylvania.—Question: On April 23, 1919, we received 
a shipment of lumber from Sherman, Fla., located on A. & St. 
A. B. R. R., and paid freight charges on the basis of $0.37 per 


ewt. Carriers have now requested us to accept an additional 
bill based on $0.43 per cwt. account shipment traveling via 
Dothan. 


Original typewritten bill of lading in our possession shows 
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in route column “cheapest” and opposite this in pencil Writing 
“via Dothan.” Vendor says they did not insert or authorize 
any routing other than “cheapest” on bill of lading. We haye 
refused payment of the additional bill on the grounds that 
vendor or consignee is not responsible for the pencil routing 
and that carrier’s agent must have inserted same without any 
authority from shipper or consignee. . 

In view of this peculiar circumstance, we ask that yoy 
advise if we would be compelled to make payment of the addi. 
tional charge, giving us a possible citation applying on the 
transaction. 

Answer: In Unreported Opinion No. 2224, American (Co). 
umn and Lumber Co. vs. C. & O Ry., a carrier’s agent inserted 
routing in the bill of lading, via which route a higher rate ap. 
plied than that applicable over another available route. The 
Commission held that the acceptance and signing of the bill 
of lading by the shipper was tantamount to specific routing 
instructions given by the shipper, and that therefore the carrier 
had not misrouted the shipment. If, in the instant case, the 
words “via Dothan” were in the bill of lading when it was 
Signed by the shipper the carrier would not be guilty of mis. 
routing. Whether or not they were is a matter of proof. 
Demurrage Resulting From Improper Notice—Consignee Liable 


for, Unless Omitted Information is Called for Within 
Prescribed Free Time 


Nebraska.—Question: We had a car of coal forwarded from 
A to B. Car was transferred in transit and original car num- 
ber was not shown on original waybill. Upon arrival consignee 
was notified of a car of coal for them but on account of not 
having any notice of a car by this number, same was not ac- 
cepted until it was found that car had been transferred in 
transit and original number furnished. In the meantime de- 
murrage accrued on car, which consignee paid, we in turn filing 
claim with the carrier who declined same on ground that con- 
signee did not comply with ruling in Fairbanks Tariff 4-A. 

We contend that it was necessary for the carrier to advise 
the original car number before legal collection of demurrage 
can be made. Please refer to any ruling covering the instances 
above mentioned and advise us if we can collect this claim. 

Answer: Paragraph 1, Sec. D, Rule 8 of J. E. Fairbanks 
Demurrage Tariff 4-A, I. C. C. 8, reads: “When notice of arrival 
does not contain all the information specified in Rule 4, Section 
A, consignee shall not have the right to call in question the 
sufficiency of such notice, unless within the prescribed free 
time, he shall serve upon the railroad’s agent a written state- 
ment of the omitted information required, in which event the 
time between receipt of such statement and the furnishing of 
the omitted information will not be computed against the con- 
signee.” 

While there has been no decision of the Interstate Com- 
merce Commission construing this rule, we are of the opinion 
that it-is reasonable and must be complied with by the con- 
signee to avail himself of its benefits. 


Undercharges—Collection of by Carrier 


New York.—Question: Please advise if we are obliged to 
pay additional freight bills and alleged unpaid freight bills on 
shipments received four and five years ago. Our plant is lo- 
cated in the state of Pennsylvania and we understand the Com- 
mission limits such collections to three years from the date of 
the cause of action, but that the several states define other 
statutory limits. Please advise what time limit and provisions 
Pennsylvania makes in this matter. 

Answer: Section 16, paragraph 3 of the Interstate Com- 
merce Act reads, in part, as follows: “All actions at law by 
carriers subject to this act for recovery of their charges, or aly 
part thereof, shall be begun within three years from the time 
the right of action accrues, and not thereafter.” : 

There is nothing in the act that raises the presumption 
that Congress intended to make the aforesaid period of lim! 
tation retroactive. Therefore, in the instant case, the carrier 
is governed by the Pennsylvania statute which, according t0 
Hubbell’s Legal Directory, provides that actions on contracts, 
notes and instruments not under seal must be commenced within 
six years from the time the right of action accrues. 





LA. & N. W. ABANDONMENT 


E. B. Bernstein, receiver of the Louisiana & Northwest 
Railroad Co., has been authorized by the Commission to abal 
don the portion of the company’s railroad extending from Chest- 
nut to Natchitoches, La., a distance of approximately. 22 miles, 
because the tributary territory does not produce sufficient traffic 
to make possible the operation of the road at a profit. 





L. O., P. & G ABANDONMENT 
The Live Oak, Perry & Gulf Railroad Co. has applied to the 
Commission for authority to abandon a branch line about 2 miles 
long off the mail line of the road near Loughridge, Fla. Abat- 
donment of a logging camp and the destruction by fire of a saW 
mill has deprived the branch of all traffic, the company says. 
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PACIFIC STEAMSHIP COMPANY 
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* No. 13036. Cayuga Operating Co., Inc., New York City, vs. Payne, as 
agent. 
7 e Unjust and unreasonable rates on cement from Portland Point, 
Digest of New Complaints N. Y., to Buffalo, Black Rock, Brighton, Fairport, Norwich, Cort: 
land, Elmira, Syracuse and Dunkirk, N. Y., during federal control, 
a * Asks reparation. : 
- 13037. Webb-Sumner Oil Mill, Sumner, Miss., vs. C. R. I. & P,, 
No. 12909, Sub. No. 1. Cross, Austin & Ireland Lumber Co. et al., Director General Davis et al. eS, : 
Brooklyn, N. Y., vs. Payne, as agent. Unjust, unreasonable, unjustly discriminatory and preferentia) 
Unjust, unreasonable, unjustly discriminatory, unduly prejudicial rates on cottonseed from Memphis, Tenn., and points in Arkansas 
and unlawful rates on shipments of lumber because of failure of to Webb, Miss. Asks reparation. | : 
defendant to deliver shipments by lighter direct to the plants or 13028. George Green Lumber Co. et al., Chicago, IIl., vs. Any 
vards of complainants or to public docks in proximity thereto, Arbor et al. é P a ee 
without additional charge. Asks reparation. Unjust, unreagorable,, unduly preferential or prejudicial rates 
. 13025. The J. L. Mott Co., et al., Trenton, N. J., vs. Pennsylvania, on compo-boards bgtau they_exceed rates on wood core, paper 
et al. and fibreboa wailbeard between various interstate des. 
Unjust, unreasonable, unjustly discriminatory and unduly prefer- tinations. Asks cease and desist order, same rates for compo- 
ential or prejudicial rates’ on plumbing material from Trenton, N. board as apply on wallboard and reparation. __ ae 
J., to Jacksonville, Fla. Asks cease and desist order and just - 13038. Italian Government Commission, New York, N. Y., ys, 
and reasonable rates. Payne, as agent, Pennsylvania et al. 


. 13026. Wichita Motors Co., Wichita Falls, Tex., vs. Alabama & Unjust and unreasonable rates on steel bars from Laughiin, 
Vicksburg et al. Oo 


., to Port Arthur, T'ex., for export. Asks reparation. 
Unjust, unreasonable, unjustly discriminatory and unduly preju- . 13039, Hidalgo Steel Co., Inc., New York, N. Y., vs. Pennsyl- 
dicial rates, also unjust and unreasonable rules and regulations vania. 
on self-propelling freight vehicles, parts and accessories from Unjust_and unreasonable rates on steel plates from Ivy Rock, 
various interstate destinations to Galveston and New Orleans for Pa., to Philadelphia, Pa., for export to Malmo, Sweden. Asks 
export. Asks cease and desist order, just and reasonable rules, reparation. oe 
regulations and rates and reparation. - 13040. Hazel Atlas Glass Co., 
. 13027. American Woolen Co., Boston, Mass., vs. Payne, as agent, General Davis and Pennsylvania. 
Boston & Maine et al. Unjust. and unreasonable rates on coal from Meadowlands, 
Unjust and unreasonable rates on bituminous coal between Pa., to Tyerdale, Pa. Asks reparation. " 
points in New England during federal control. Asks reparation. - 13041. Armour & Co. vs. Director General Davis, as agent. 
. 13029. Italian Government Commission, New York, N. Y., vs. Unjust_ and unreasonable rates on canned salmon from 
Payne, as agent; Pennsylvania et al. Seattle, Wash., to Los Angeles, Calif. Asks _ reparation. 
Unjust and unreasonable rates on pig iron from Bessemer and - 13042, “ Meyer-Albert Grocer Co., Cape Girardeau, Mo., vs. 
Johnstown, Pa., to New York for export to Italy. Asks reparation. Chesapeake S. S. Co. et al. 

. 13030. Charles F. Gledhill Co., New York, N. Y., vs. Payne, as _Unjust_and unreasonable rates on canned tomatoes from Bal- 
agent, and Pennsylvania. timore, Md., to Cape Girardeau, Mo. Asks cease and 
Unjust and unreasonable rates on staves from Arkadelphia, Ark., order, just and reasonable rates and reparation. ; 
to New York for export, because free lighterage was not given. - 13043. Meyer-Albert Grocer Co., Cape Girardeau, Mo., vs. New 

Asks reparation. York Central et al. 

. 13031. Antoine Chiris Co., New York, N. Y., vs. Sou. Pac., Payne Unjust. and unreasonable rates on canned vegetables from 
et al. ——, es Lon to ee Asks cease and desist 
Against a rate of $2.31% per 100 lbs. on brown camphor oil from order, just and reasonable rates an reparation. i" 
San Francisco to Delawanna, N. J., as unjust, unreasonable, . 13044, Meyer-Albert Grocer Co., Cape Girardeau, Mo., vs. Grand 

unjustly discriminatory, unduly prejudicial and unduly prefer- Trunk Western et al. . . 
ential because it exceeded $1.50. Asks reparation down to basis of Unjust and unreasonable rates on beans in bags from Gage- 
rate of $1.50. town, Mich., to Cape Girardeau, Mo. Asks cease and desist 
. 13032. Comision Reguladora del Mercado de Henequen, New York, order, just and reasonable rates and reparation. 
N. Y., vs. Payne, as agent. noe ‘ ey pai 
Unjust, unreasonable, unduly prejudicial and discriminatory rate WICHITA NORTHWESTERN CONSTRUCTION 
of 52.5¢c per 100 lbs. on sisal from New Orleans, La., to Mounds, ak a ; ; 
Ill.; also attacks rates on shipments of sisal from Mounds to Chi- The Wichita Northwestern Railway Co. has filed an appli- 
cago and between other points. Asks reparation. cation with the Commission for authority to build a railroad 
7 . is € € + re - | y . - . . “4 Ss. we P r “eo . 
a ee ae oe oe Se oe we T. & S.F. trom Vaughn to LaCrosse, Kan. The kinds of traffic which 
Unjust, unreasonable, unduly discriminatory and ungestiy ed would be transported over the road would be agricultural and 
erential rates on grain in carload lots from Atchison, Kan., Kan- forest product oal j sai 
sas City, Mo.-Kan., and St. Joseph, Mo., to Duluth, Minn., and to products and.coal, the applicant said. 
points east of the Indiana-Illinois state line when handled through a ee 
Duluth and also from above named points to Minneapolis, Minn. SOUTHERN PACIFIC ABANDONMENT 
Asks for just and reasonable rates. ; - apgiea . 
. 13034. Chicago Fire Brick Co., Chicago, Ill., vs. B.,& O. et al. The Southern Pacific Company, in an application filed with 
ae ee eee ae usty, discriminatory and ynawy pret. the Commission, has asked authority to abandon the Metropolis 
from Mecca, Ind., to points in Illinois, Indiana, Kentucky, Mich- branch of the company extending from Tulasco to Metropolis in 
igan, Ohio, Wisconsin and re pe because = —ia weight Elko County, Nevada, a distance of 7.889 miles, because the road 
exacted. Asks cease and desist order, reasonable, non-discrimina- . Ss ‘ ich the 
tory, non-prejudicial and non-preferential minimum weight. has been operated at a loss. The territory through whic 


. 13035. The Monongahela Power and Railway Co., Fairmont, W. branch runs, the company said, contains very few inhabitants, 
Va., vs. Director General Davis, as agent. 


ce & . = = . ™ ss nearly all of the original settlers having moved from the vicinity 
Unjust and unreasonable rate o c per ton on soft coal from : F ; P " ed 
Baxter to Jayenne, W. Va., during period from June 25, 1918, to of the railroad because their efforts to cultivate the land result 
February 4, 1919, to extent it exceeded 60c. Asks reparation. in failure. 


Wheeling, W. Va., vs. Director 


desist 


Docket of the Commission 


Note. items In the Docket marked with an asterisk (*) are new, September 8—Chicago, Ili++Examiner Carter: 
having been added since the last issue of The Traffic World. Cancel- 


12699—American Farm Bureau Federation et al. vs. Aberdeen & 
lations and postponements announced too late to show the change in Rockfish et al. J 
this Docket will be noted elsewhere. 


September 8—San Francisco, Calif.—Examiner Keene: 
September 6—San Francisco, Calif.—Examiner Keene: 12723—Western Meat Co. vs. Director General. 
* 12966—East Bay Water Co. et al. vs. Director General. 12723 (Sub. No. 1)—Pacific Coast Steel Co. vs. Director General. 
12896—East Bay Water Co. vs. Director General. ae i 
12843—Pacific Rice Mills et al. vs. Director General. September 8—Columbus, Ohio—Examiner Mullen: 


j 7S. i d Hocking 
September 6—Boston, Mass.—Examiner Gerry: ———e Ohio Power Co. vs. Director General an 
1. and S. 1369—Woolen yarn from Skowhegan, Me., to Boston, Mass., 


and other points. Sept. 8—Little Rock, Ark.—Examiner Mackley: , 
September 6—Chicago, Il]l.—Examiner Carter: 12891—In the matter of intrastate rates of the American Ry. Ex- 
12810—Columbia Quarry Co. vs. Director General. press Co. between points in the state of Arkansas. 
September 7—Chicago, Ill.—Examiner Bartel: September 9—Chicago, Ill.—Examiner Carter: 1 
* 12362—Bell & Zoller Coal Co. et al. vs. B. & O. S. W. et al. 12841—The Chicago, Lake Shore & South Bend Ry. Co. VS. Ill. 
* 12399—Vigo Mining Co. et al. vs. P. C. C. & St. L. et al. Cent. 
September 7—Chicago, Ill.—Examiner Carter: 12727—Fairbanks, Morse & Co. vs. Director General. 
12807—California and Hawaiian Sugar Refining Corp. et al. vs. September 9—San Francisco, Calif.—Examiner Keene: 
A. T.. & &. F. ot al. 12741—Nevada Packing Co. vs. Southern Pacific et al. 
Sept. 7—Washington, D. C.—Examiner Fuller: September 9—Columbus, Ohio—Examiner Mullen: : 
5504—The Cotton Manufacturers’ Assn. of S. C. vs. C. C. & O. et al. 12816—Hocking Valley Brick Co. vs. Director General and Hocking 
September 7—Columbus, Ohio—Examiner Mullen: Valley. 
ee Coal Co. et al. vs. Monongahela Valley Traction Co. Sept. 9—Springfield, Mass.—Examiner Gerry: 
et al. 


12809—East Springfield Citizens’ Club et al. vs. American Ry. Ex: 
September 7—San Francisco, Calif.—Examiner Keene: 


press Co. 
12800—A. B. Haslacher and F. G. E. Lange, doing business as Cali- sept. 9—Cincinnati, O.—Examiner Jewell: Cc. Ls 
fornia Grain Co., vs. Director General and Sacramento Northern. 12785—The Buckeye Cotton Oil Co. vs. Director General, A. ©: 
12802—A. B. Haslacher and F. G. E. Lange, doing business as Cali- et al. 
fornia Grain Co., vs. Director General. Jept. 9—Chattanooga, Tenn.—Examiner Gault: tal 
Sept. 7—Pittsburgh, Pa.—Examiner Cassidy: 12734—-Southern Clay Mfg. Co. vs. Director General, A. & W. Pp. et a. 
12812—Gulf Refining Co. vs. Director General and P. R. R. 12674—The Micchell Mfg. Co. vs. B. & O. et al. 
Sept. 7—Providence, R. I.—Examiner Gerry: : september 9—Washington, D. C.—Examiner Paulson: ster 
12839—Providence Fruit & Produce Exchange vs. Rhode Island Co. 1. and S. 1378—Lumber and other forest products from southeas 
et al. points to N. & W. R. R. 
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SHIPPERS WHO FEEL THEIR RATES 
ARE PROHIBITIVE 


Should first approach the carrier with a carefully considered and comprehen- 
sively prepared, concrete proposition, showing how or why— 


The present rate works to his disadvantage; 

His rate is unreasonable or unjustly discriminatory; 

The competition he has to meet; 

How, perhaps, readjustment would inure to the carrier’s advantage, as 
well as the shipper’s. 


Note 1. 


Where any or all of these features are involved, if the shipper sets forth the 
facts in a convincing manner he is usually far more successful, saves more time 
and money, than he who merely insists his rates are too high and demands read- 
justment, and, failing in that, proceeds before the Commission, or through his 
Congressmen, in an effort to secure relief. Dealing in generalities is a slow 
method of achieving results. Definite proposals, with substantiating evidence, 
compel consideration. 


lk al il 


Proceedings before the Commission at best are slow and expensive, and many 
are inclined to put up with unfair rates and shipping conditions, rather than 
tie themselves up in formal proceedings. Furthermore, this plan does not make 
for better co-operation between carriers and shippers, so necessary to commer- 
cial welfare. What will you do? The carriers haven’t sufficient forces to work 
up everybody’s rate troubles in order that they may apply a remedy. You couldn’t 
afford to pay rates sufficiently high to enable carriers to carry such large forces, 
but there is a solution. 


Note 2. The Solution: 


The Traffic Service Corporation rate and traffic specialists will, on short no- 
tice, make a thorough analysis of your rate adjustments and recommend changes 
necessary if merited, setting forth all pertinent data and facts which will enable 
you to go to the carrier and show it what you are getting and what you are 
entitled to—quickly. If rate matters were thus handled, the Commission’s docket 
would be less congested, more people would be enjoying their inherent rights, 
business would constantly improve. Try it. Let us diagnose your case. If our 
analysis and exhibits are not convincing to the carriers, they can then be used 
in a formal proceeding before the Commission. Chances are, however, the car- 
rier will meet you half way. 


TRAFFIC SERVICE CORPORATION 


Special Service Department 


““At Your Service” 


505 Colorado Bldg. Washington, D. C. 
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September 12—Columbus, O.—Examiners Quirk and Mullen: 
1. and S. 1381—Coal from D. T. & I. R. R. mines. 


12851—In the matter of intrastate rates on bituminous coal within 
the state of Ohio. 


12898—Southern Ohio Coal Exchange vs. C. & O. et al. 
* I. and S. 1381 (first supplemental order)—Coal from D. T. & I. R. R. 
mines. 
September 12—Cleveland, O.—Examiner Cassidy: 
i. ane S. Docket 1374—Estimated weight on petroleum crude oil from 
exas. 
September 12—San Francisco, Calif.—Examiner Keene: 
1. and S. 1362—Decreased free time allowance at ports on traffic 
from California. 
Sept. 12—Washington, D. C.—Examiner McQuillan: 
4800—Sloss-Sheffield Steel & Iron Co. et al. vs. L. & N. et al. (Sole 
purpose of receiving proof of claims of complainants, Roane Iron 
Co. and Citico Furnace Co.) 
Copemter 12—Chicago, Ill.—Examiner Carter: 
11105—United Chemical and Organic Products Co. vs. Director Gen- 
eral and Ind. Harbor Belt. 
September 12—St. Louis, Mo.—Examiner Jewell: 
12722—Roxana Petroleum Corp. vs. Director General, Wichita Falls 
& N. W. et al. 
12806—Roxana Petroleum Corp. vs. Director General, C. & A. et al. 
12806 (Sub. No. 1)—Roxana Petroleum Corp. vs. C. & A. et al. 
Sept. 12—Tulsa, Okla.—Examiner Mackley: 
12742—Empire Refineries, Inc., vs. Director Camere’, St. L.-S. F. et al. 
12834—Victory Window Glass'Co. vs. A. T. & S. F. et al. 
September 12—Savannah, Ga.—Examiner Wilson: 
12697—The Savannah Cotton Exchange et al. vs. A. C. L. et al. 
Sept. 12—Albany, N. Y.—Examiner Gerry: 
12805—The Schuhle Pure Grape Juice Co. et al. vs. Director Gen- 
eral, N. Y. N. H. & H. et al. 
12894—Schuhle’s Pure Grape Juice Co. et al. vs. Director General, 
N. ¥. N. O. & H. et al. 
Sept. 12—Corinth, Miss.—Examiner Gault: 
11741—Corinth Grocery Co. vs. M. & O. 
Sept. 13—St. Louis, Mo.—Examiner Jewell: 
oe County Coal Corp. et al. vs. East St. Louis & Suburban 
et al. 
12737—Slogo Coal Corporation vs. Mo. Pac. et al. 
12737 (Sub. No. 1)—Perry County Coal Corp. vs. B. & O. et al. 
September 13—Little Rock, Ark.—Examiner F. E. Brown and Arkansas 
Railroad Commission: 
11775—Arkansas rates and fares (rates on road building materials). 
September 13—Chicago, Ill—Examiner Wilson: 
1. and §, 1377—Substitution of single-deck for double-deck cars 
ordered. 
September 13—Portland, Ore.—Commissioner Hall: 
6490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. et al. 
“— oa Coast Lumbermen’s Assn. et al. vs. Boston & Albany 
et al. 
Sebi. 13—Oklahoma City, Okla.—Examiner Mackley: 
12721—Anderson Clayton & Co. vs. Director General. 
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September 14—New York, N. 
12672—The Barber Asphalt Paving Co. vs. L. 
12756—Standard Underground Cable Co. vs. L. "Vv. 


Y.—Examiner Gerry: 


September 14—Cleveland, O.—Examiner Cassidy 
=a Shipbuilding Co. et al. vs. Director General, B. & 


oO. 

12479. tout. No. 1)—Frank A. Scott and J. O. Eaton, as receivers fo; 
the Standard Parts Co., vs. Director General, B. & O. et al. 

oa Grasselli Chemical Co. vs. Director General, N. Y, Co} 
et 


Sept. 14—Oklahoma City, Okla.—Examiner Mackley: 
12460—The Oklahoma Live Stock Exchange et al. vs. Director Gen. 
eral, Abilene & Southern et al. 


September 14—St. Louis, Mo.—Examiner Jewell: 
= & Eddy Mfg. Co. vs. Director General, Missouri Pacific 
eta 


Sept. 14—Macon, Ga.—Examiner Wilson: 
12823—Macon Chamber of Commerce vs. Bangor & Aroostook et al, 

Sept. 14—Meridian, Miss.—Examiner Gault: 
12730—The Eagle Cotton Oil Co. vs. A. G. S. 

September 15—Tulsa, Okla.—Examiner F. E. Brown: 
12953—Manhattan Oil Co. vs. A. T. & S. F. et al. 

September 15—New York, N. Y.—Examiner Gerry: 

12725—U. S. Steel Products Co. vs. Director General, A. & V. et al, 

September 15—St. Louis, Mo.—Examiner Jewell: 
12779—National Preservers’ and Fruit Products’ Assn. vs. Abilene 

& Southern et al. 
12779 (Sub. No. 1)—National Preservers’ and Fruit Products Assn, 
vs. Director General. 

Sept. 15—New Orleans, La.—Examiner Gault: 
12775—Foxiey Stave ‘& Lumber Co. vs. L. & N. 
12799—Board of Commissioners of the Port of New Orleans vs. Di. 

rector General. 
12799 (Sub. No. 1)—Doullut & Williams Shipbuilding Co., 
Director General. 

September 15—Los Angeles, Calif.—Examiner Keene: 
12796—Los Angeles Pressed Brick Co. vs. Pacific Electric et al. 
12811—Globe Cotton Oil Mills vs. Director General. 

September 15—Baltimore, Md.—Examiner Fuller: 
12850—James T. Sykes and James E. McDonnell, trading as J. H. 

Dashfields & Co., vs. Director General. 

September 16—New York, N. Y.—Examiner Gerry: 

12863—Wm. H. Kidston et al., trading as A. G. Kidston & Co. ys. 


se. BE. 
12748—"Villiam H. Kidston et al., trading as A. G. Kidston & Co.,, 
vs. D. L. & W. et al. 


September 16—Birmingham, Ala.—Examiner Wilson: 
12815—West Alabama Lumber Co. vs. Director General, A. & V. 


Inc., vs, 


et al. 

12817—West Alamaba Lumber Co. vs. Director General, A. T. & N 
et a 

12822—West Alabama Lumber Co. vs. Director General, Sou. Ry. 
eta 





INTERSTATE COMMERCE COMMISSION HEARINGS 


Docket No. 12851. In the matter of Interstate rates on bituminous coal in the state of Ohio. 


Petition to establish Interstate rates to conform to 


those now in effect from Ohio and Inner and Outer Crescent Groups to destinations in Ohio, Indiana, Illinois, Michigan and Wisconsin; Docket 


No. 12698: Southern Ohio Coal Exchange vs. The Chesapeake & Ohio. 


Official transcripts of the testimony taken in proceedings Company, official reporters to the Commission, Woolworth 
of the Commission (see Docket of the Commission in each Building, New York City. 


issue of The Traffic World) throughout the country except 


The charge, as fixed by the Commission, is 12% cents per 


Washington can be had only from The State Law Reporting page for each copy furnished. 








DIRECTORY OF ATTORNEY 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 


Specialist & Counsellor | 
Rate Analysis—Claims i 
Transportation 971 SPITZER BLDG. 
Trackage Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 

Interstate and Foreign Commerce 


414 The Arcade 








GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Southern Building, Washington, D. C 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ "Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 
cities 


MUNSEY BUILDING, WASHINGTON, D. Cc. 








CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CHAS. E. COTTERILL 


COMMERCE COUNSEL | 
Suite 1120 Hurt Building) 
ATLANTA, GA. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


| 


KARL KNOX GARTNER 


(For a number of years Attorney and Bxaminer, wr 
Commerce Commission, and prior thereto engaged in 
practice of law at Louisville, Ky.) ° 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


CLEVELAND, O. 
701-7066 WOODWARD BLDG., WASHINGTON 





Wilbur LaRoe, Ir. 


Southern Buliding Washington, 0.C. 








EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 


Special attention to matters before Inter: 


state Commerce and State Commissions and | 
railroad and rate litigation and claims. 
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100% American Premier Fleet 


Marine 
Despatch Line 


America’s Coast-to-Coast 
Direct Fast Freight 















NEW YORK 
PHILADELPHIA 
BALTIMORE 
SAVANNAH . 
and MOBILE 
DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
' PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 













RELIABLE 
UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia 






New York 


139 South Third St. 42 Broadway 
Pittsburgh Mobile, Ala. 
1537 Oliver Building S. W. Cor. St. Francis & Water Sta. 


Savannah, Ga. 
Savannah Bank and Trust Bldg. 


Los Angeles, Cal. Portland, Ore. 

427 Van Nuys Bldg. 704 Title & Trust Bldg. 
1103 L. C. Smith Bldg., Seattle, Wash. 

Room 495, Ellicott Sq. Bldg., Buffalo, N. Y. 


Oakland, Cal. 
Parr Terminal 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 











Hauling lots of Freight 
but doing it well 


KANSAS, OKLAHOMA 
& GULF RAILWAY 
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A busy Railroad in these times 
indicates it has something 
unusual to offer. Fast, de- 
pendable, (and the most im- 
portant) personal service is 
keeping us busy. 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 








Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 











We are the connecting link between 
American railways and the Mexican rail- 
ways. 





Miami, Muskogee, Tulsa, Oklahoma 
City, Henryetta, Okmulgee, Durant, 
Oklahoma; Texas, Texas Gulf Ports, 
California, (via Denison and El 
Paso, Tex.), Mexico (via Laredo, 
Eagle Pass, or El Paso). We have 
the equipment and _ facilities to 
render high class service. 


=a 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


















Assume all pilferage risk of packages 
in our package cars south of the border. 


<—] Brookhaven 
bez } 







Our own warehouses in Laredo, Texas, 
and Mexico City. 





We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 





These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
-E. J. CONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 





HAL L. BRENNAN S. E. LEONARD 
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Industrial 
Sites at Buffalo 


The Lehigh Valley Railroad Company, 
my following the clearing up of certain disputed 
Sulf Ports, titles, is offering for industrial development 
n and El : : 
ia Laredo, a 230-acre tract of land at Buffallo having exceptional advantages 

We have f . ‘ ° 

cilities to or the erection of mills, factories, elevators, warehouses, etc. 

This property is located directly on the shore of Lake Erie, less than 
two miles from City Hall, and has a lake frontage of more than a 
mile, well protected by the South Breakwater. It fronts directly on 
Harbor Turnpike, formerly Hamburg Turnpike, and enjoys frequent 
trolley service to and from the center of Buffalo. Excellent founda- 
tions are obtainable. The property can be reached by lake-going 
craft without the aid of tugs. Spur tracks extend directly into the 


property from the adjoining freight terminals of the Lehigh Valley 
Railroad. 


With the unequalled facilities for land and water transportation the 
advantages of the Buffalo labor market and the cheap electric power 
obtainable from Niagara Falls, the opportunities these sites offer 
should command the attention of large manufacturers, merchants, 
and shippers. 


Inquiries are invited. Communications should be addressed to Mr. 
P. H. Burnett, Industrial Commissioner, | 43 Liberty Street, New York 
City, who will furnish further details. 
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Consolidators of Machinery, 
Household Goods, Automobiles, Pianos, 
and Everything for Export Anywhere. 


THE TRAFFIC WORLD 


| LUCKENBACH LINES| 


Express Freight Services 


NEW YORK TO 
PHILADELPHIA 


NEW YORK | ae 
PHILADELPHIA | SEATTLE 
] 


NEW ae 


GENERAL OFFICES: 


Lafayette Bldg. 


Mobile Liners, Inc., Agents 





Export and Domestic Freight Forwarders. 
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Twin Screw American Steamers 


HAMBURG 
ROTTERDAM 
AMSTERDAM 





(LOS ANGELES 
T |SAN FRANCISCO 


| PORTLAND 


LOS ANGELES 
SAN FRANCISCO 
SEATTLE 

| PORTLAND 


| 
L 
Cc 
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Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 


New York 


Merchants Exchange 
Minneapolis 


Metropolitan Life Bldg. 
n Francisco 


44 Whitehall Street, 


Central Bldg. 
Los Angeles 


A. Le Blanc, Agent 
New Orleans, La. 


Railway Exchange ; 
Portland 


L. C. Smith Bldg. 
Seattle 


Consolidated Carload Freight Forwarding Service is built on 
twenty-two years of study and experience, and covers the 
Atlantic, the Pacific, the Continent of North America—in 
fact, the World. But the big fact to grasp is that it covers 
all those points which assure safety of goods, prompt shipment 
and decided saving of time, trouble and expense. 


Our Specialties—Household Goods, Automobiles, Machin- 
ery, Toys and Pianos, consolidated in carload shipments and 
shipped in through cars at reduced rates, and General Commod- 
ities for Export to any part of the World. 


The Service which is Different. ‘‘How different ?”’ 
Let us figure on your next shipment and you will understand. 


TRANS -CONTINENTAL FREIGHT COMPANY 


General Offices: 203 Dearborn St., Chicago 
Eastern Office: Woolworth Bldg., New York 


Old South Building. Boston Hippodrome Building, Cleveland 
Ellicott Square, Buffalo Monadnock Building, San Francisco 
Drexel Building, Philadelphia Van Nuys Building, Los Angeles 
Union Trust Building, Cincinnati Alaska Building, Seattle 

13th and Kearney Sts., Portland, Oregon 


’Phone or Write the Nearest Office 


